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PROJECT PLAN

This project was undertaken initially by the Helicopter Association of
America (RAA), the name of which was changed bv membership decision in January,
1981, to the Helicopter Association Intermational (HAI). The Association re-

mains a non-profit organization as before.

The report which follows describes the methodology employed in performing

the study called for by the Federal Aviation Administration (FAA) Statement of

"Work as contained in Modification No. 0003 t6 contract DOT-FA7WA-4303, and the
report specifies the resulting proposed changes to FAA Air Traffic Control
Handbook 7110.65B. Rationale for such changes is included where considered

useful.

This Association believes that the review of ATC procedures as they may
affect helicopter operations should be an on-going process as these operations
increase and expand in scope. Consequently, this studv should not be considered

as the ultimate treatment of this subject, and the HAIl will, therefore, extend

its continuing cooperation to the FAA as further efforts in this area take place.

Prepared bv: Anproved by:
QW
len A, Gilbert Robdrt A. Richardson
HAI Program Manager HAI Executive Director
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STATEMENT OF WORR

In accordance with Contract DOT-FA79-WA-4303, the Helicopter Association
of America (hereinafter referred to as the Helicopter Association International)
prepared a report titled "Helicopter Northeast Corridor Operational Test Support"”
(Report No. FAA-RD-80-80) dated June 1980. Recommendation No. 12 of this report
stated: '

"A complete review of ATC Handbook 7110-65B and the Airman's
Information Manual (AIM) should be conducted to examine all
aspects affecting or relating to helicopter operations
(IFR and VFR)."

On September 29, 1980, the Federal Aviation Administration, in Amendment
No. 0003 to the above contract, entered into an agreement with the HAA to per-
form the following additional Statement of Work:

"S5.a. Analyze the Air Traffic Control Manual 7110.65B, para-

graph by paragraph to determine necessary changes to the

manual to more efficiently accommodate helicopters in the air
traffic control systex.

5.b. Develop and coordinate recommended changes to the manual
with appropriate representation of the helicopter industry.”
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METHOD OF APPROACH

As the first step in performing the Statement of Work, the program manager
for the Helicopter Association Intermational (HAI) formed s nine member special
"“Helicopter ATC Study Working Group". Copies of up to date FAA Handbook
7110-658, along with pertinent guidelines for performance of the task of the
Working Group, were sent to each member with the HAI Program Manager's Memoran-

dum No. 1, dated November 5, 1980.

Thereafter, nine additional memoranda were sent by the HAI program manager

to the Working Group members. As appropriate, copies of these memoranda also
were sent to the FAA Technical Monitor for this project, Raymond J. Hilton
(ARD-330), and the FAA Air Traffic Service Liaison for the project, Glenn A.

Leister (ATT-320).

On January 20, 1981, a special combined meeting of the HAA (HAI) ATC Sub-
committee and TERPS Working Groups was held in Anaheim, California, in
conjunction with the HAA's 33rd Annual Meeting and Industry Exposition (see

agenda).

It should be noted that Memoranda Nos. 9 and 10 were sent to brth the
special Helicopter ATC Study Working Group and the HAA (HAI) ATC Subcommittee.

The membership roster of the HAA (HAI) ATC Subcommittee precedes Memorandum No. 9.

Frequent consultation during the period of the study was made by the HAI
Program Manager with members of the special ATC Working Group and various members
of the HAA (HAI) ATC Subcommittee. 1In addition, the study integrator, Tirey K.
Vickers, conferred from time to time with FAA Air Traffic Services Washington and
field personnel. In this connection, Harry Hawkins of the FAA's Lafayvette Tower
and James Knoetgen of the FAA's Eastern Regional Office (although not a member

of the special Working Group) merit special acknowledgement for their significart

contributions.
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During the course of this study the FAA ATC Operations and Procedures
Division was engaged in a similar review of the ATC HAndbook. This review
resulted in several recommendations pertaining to helicopter operations.
Some of these recommendations turned up in the material received from the
Working Group members; these recommendations have been included as an
indication of the endorsement and support of the Working Group. In such

cases the source of each recommendation has been identified as FAA AAT-320.
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HELICOPTER ASSOCIATION /M ‘ G%

1156 1Sth St.. N.W., Suite 510. Washingtan, D. C. 20005 (202) 466- 2420 Telex 85615
November 3, 1980
HAA Helicopter ATC Study Working Group

Pilots

Jack Childs

- Allied Chemical Corporation
Morristown Municipal Airport
Morristhn. NJ 07960

(201) 538-2476

Francis J. Curnow

Air Kaman, Inc.

Bradley International Airport
Windsor Locks, CT 06096

(203) 623-2671

Bruce Erion

Bell Helicopter Textron
52 Old Meadow Plain Road
Sunsbury, CT 06070

(203) 658-0400

Jack Powers

View Top Corporation
Hangar A

Westchester County Airport
White Plains, NY 10609

(914) 428-8780

Robert Chavez

Island Helicopter Corporation
Island Heliport Roosevelt Field
Industrial Park

Garden City, NY 11530

(516) 294-0355

Tony Johnson

Houston Helicopters, Inc.
P, O. Box 830

Pearland, TX 77581

casmme X X & AK K. 28GR

(713) 485-1777
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HELICOPTER ASSOCIATION o Gtwonine, % -

1156 15th St., N.N., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

HAA Helicopter ATC Study Working Group

'ATC Helicopter Procedural Specialist

Harry Hawkins
Assistant Chief
Lafayette Tower

220 Tower Drive
Lafayette, LA 70508

(318) 234-8841

Study Integration

Tirey Vickers
1906 Wooded Court
Adelphi, MD 20783

(301) 439-7737

HAA Program Manager

Glen A. Gilbert

Glen A, Gilbert & Associates, Inc.
2500 Virginia Avenue N, W,
Washington, D. C. 20037

(202) 965-0765

FAA Technical Monitor

Raymond Hilton

ARD-330

Federal Aviation Administration
400 7th Street, S. W,
Washington, D. C. 20590

(202) 426-3406
FAA Air Traffic Service Liaison

Glenn A. Leister

AAT-320

Federal Aviation Administration
80C Independence Ave., S, W,
Washington, D.C, 20591

(2 2) 426-8511
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RECOMMENDED CHANGES TO ATC PROCEDURES
FOR HELICOPTERS

Based on the inputs received by the HAI as a result of carrying out the
methodology described in the preceding section of this study, the following
"Recommended Changes to ATC Procedures for Helicopters'" were prepared and
are proposed by the HAI for incorporation in FAA Handbook 7110.65B. In
addition, an Addendum is included outlining certain topics which appear to
warrant further study based on flight tests and/or simulations as may be

appropriate.

It should be understood that the HAI endorses the FAA proposals re 7110.65B

as covered by Memorandum No. 10 set forth in the Appendix, except that the
HAI considers that the recommended changes which follow should govern in any

case of conflict with or extension of these FAA proposals.
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EXISTING PROPOSED

Page 10 -
436  MINISUIA FUEL ' 35. (no change)

if an aircraft declares a state of “minimum
fuel,” inform any facllity to whom eontrol
jurisdiction is transferred of the minimum fuel
problem and be alert for any occurrence which

might delay the aircraft en route.
88 Nete.—Use of the tarm “minimum fuel” indicates
. recognition by a pliot that his fuel supply has reached
- & state where, upon reaching destination, he eannot
- accept any wndue delay. This s not an emergency
. gitustion but merely an advisory that indicates an
emergency situstion f8 possible should any undue
dalay coarr. A minimum fuel advisory does not imply
8 need for traffic priority. Common sense and good
Judgment will detarmine the extant of assistance to be
given in minimum fue! situations. 1, at any time, the
remaining usable fuel supply suggests the need for
traffic priority to ensure s smale landing, the piot
should declare an emergency and report fuel remain-

" ing in minotes.
36. HELICOPTER PREQUENCY CHANGE

Avoid illulnf a frequency change
to sin 1.-té oted helicopters
while g+ hovering, or flyirn
near the ground, If 4in doudt,
guory the pilot as to his adility
to change frequency. In an emer-
E;ncy or critical situation, rele;

(] noccnsar! control instructicn
(insert) untfl the pile

frequency.

36. NOTE., Most single-piloted
helicopters require the use of
both hands and feet to maintain
control. Although control fric-
tion devices assist the pilot,
\\ changing trcquonc{ could result
in loss of control.:

$8-33. RESERVED «——— 37-39., RESERVED (Renumbered)

t is adle to change

RATIONALE: There is & nesd to alert
controllers to the potential hatard

involved when a single piloted helil-
copter is requested to change radio

frequency when operating near the

ground,

SOURCE: FAA AAT-320
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EXISTING ' PROPOSED
CEREE——— L ]

Page 21
87.a, AIRCRAFT IDENTIFICATION
(3) Type only, if no confusion or mis-
identification is likely.
b. Air Carrier:
(*) Manufacturer’s name or model.
(") Add ‘company name or other jdenti-

fying features when confusion or misidentifi-
cation is likely.

885, Exsmples.— (Correction)
“Lockhead ten-eleven.” “American seven-oh- aa="LoOCkheed ten-eleven”....
seven.” “United seven thirty-seven.”

88, Note.=TERMINAL: Plots of ‘interchange’ air-
eraft are expected to inform the tower on first radio
contact the name of the operating company and trip
number, followed by the company name af displayed
on the aircraft, and aircraft type.

¢. Genera! Aviation and Air Taxi: (Inserts)
(1) Manufacturer’s model, name or des-

ignator.

(2) Add color when considered advan-

tageous. e——— (3) Add HELICOPTER when consid-
88e. Ezamples— ered advantageous,
*Tri-Pacer.” “PA twenty-two.” N

“Cessna three ten.” “Green Apache.”

areen . "Yellow Hughes helicopter"
d. When issuing traffi¢ information to air-

eraft cleared for a visual approzch, specifly

the word ‘“heavy” when you know the traffic

is a heavy aircraft.

884 Examplos—
“Heavy C one forty-one.”

85-£9. RESERVED

RATIONALE: Most helicopters make relatively
small visual targets, especially when seen
from front or rear. Using a descriptive
term would give other pilots a useful clue
as to what to look for.

SOURCE: HAI Working Group
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BACKGROUND NOTES ON HELICOPTER SPECIAL VFR OPERATIONS

RATIONALE: Some confusion hss existed among pilots and con-

trollers, about the application of Helicopter Special VFR .
(BSVFR) procedures. Although Chapter 3 of Handbook.7110.65B
bas a section entitled Fixed Wing Special VFR, there is

| no corresponding section for Helicopter Special VFR. There

' is no definition of ei{ther term, either in the Federal Air

> Regulations or in the Glossary of FAA Handbook 7110.65b.

In order to simplify control workload and clarify the
. application of procedures for Helicopter Special VFR (HSVFR)
Operations, the following recommendations are made:

(1) Remove helicopter applications from the existing SVFR
and FW/SVFR sections of Manual 7110.65B.

(2) Establish a HSVFR section parallel to the FW/SVFR
section and incorporate these requirements with the
BSVFR separation standards which now appear in par-
agraphs 1140-1141.

(3) Change the existing requirement for a Letter of A-
greement to a Letter to Airmen, to eliminate the
need for controllers to determine whether any
particular helicopter or pilot is covered.

(4) Remove the fixed-wing restriction from 1141.b
through 1141.f so that it covers IFR helicopters as
well as IFR fixed-wing aircraft.

(5) Change the HSVFR separation minimum from departing
IFR aircraft, in existing paragraph 1141.d.(2),
from 2 miles to 1-1/2 miles, to standardize it
with the corresponding separation from arriving
aircraft, or from Category I and II aircraft in
Stage III TCA operatious.

(6) Change the distance-from-runway criteria of exist-
ing paragraph 1141.d from 1/2 mile to 1 mile to
standardize it for the arrival and departure ends
of the runway.

(7) 1Include a summary of HSVFR separation criteria
in a matrix for easy reference by controllers.

SOURCE: HAI Working Group
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EXISTING

Sectlon 16. SPECIAL VFR

470. AUTHORIZATION .

Except where prohibited by FAR 98.118, you
may authorize Special VFR operations in
weather conditions less than basic VFR minima
only as follows:

a. Within contro! zones.

b. When requested by the pilot.

¢ On the basis of weather conditions reported
at the airport of intended landing/departure, or
ar0.c. Meferencs.~Climb to VFR, 472; Ground Visibil-
ty Below One Mile, ¢77.

d. When weather conditions are not reported

at the airport of intended landing, and the t;,»ilm
advises he is unable to maintain VFR and re-

quests Special VFR.
Phraseology: .
CLEARED TO ENTEROUT OF/THROUGH CON-
TROL ZONE
and, \/ reguired
(direction) OF (airport mame) AIRPORT (specified
routing) :
_and
MAINTAIN SPECIAL V.F-R CONDITIONS WHILE
IN CONTROL ZONE.

471. LOCAL OPERATIONS

Authorize Jocal Special VFR operations for a
specified period (series of landings and takeoffs,
etc.) upon request, ff the aireraft can be recalled
when traffic or wcrather conditions
require. Where warranted, Letters of Agree-
ment may be consummated.

Phraseology

LOCAL SPECIAL V.F-R OPERATIONS IN THE
IMMEDIATE VICINITY OF (airport name) AIR-
PORT ARE AUTHORIZED UN (tme) MAIN-
TAIN SPECIAL V-F-R CONDITIONS.

471, Reterenss.=T210.8-431, Appropriate Subjecta.

472 CLIMB TO VFR

Avthorize an sircraft to climb to VFR upon
request f the only westher limitation is re-
stricted vigibility.

Phraseology:

CLIMB TO V-F-R WITHIN THE CONTROL ZONE/
WITHIN (s specified distance within control sone)
MILES FROM (lircoﬂ name) AIRPORT, MAIN-
TAIN SPECIAL V.F-R CONDITIONS UNTIL
REACHING V-F-R

471, LOCAL OPERATIONS

PROPOSED

SECTION 16, PIXED-WING SPEC
‘““"""“'VF%"T?E7§VE§I'15L

4720, AUTHORIZATION

Except where prohibited by PAR
93.11), you may authorize Special
VFR operations for fixed-wing
aircraft in weather conditions
less than basic VFR minima only
as follows:

a. Within contro! sones. .

8. When requested by the piot.

¢. On the basis of weather conditions reported
st the airport of intended landing/departure, or
4T0e. Meterence.—Climb to VFR, 472; Ground Visibili-
ty Below One Mile, 477.

4. When weather conditions are not reported

at the airport of intended landing, and the pilot
advises he is unable to maintain VFR mf re-

quests Special VFR.
Phraseology:
CLEARED TO ENTER/OUT OF/THROUGH CON-
TROL ZONE

and, {f required
(direction) OF (airport name) AIRPORT (specified
routing)

end
MAINTAIN SPECIAL V-F-R CONDITIONS WHILE
IN CONTROL ZONE.

Authorize local Special VFR
operations for fixed-wing air-
craft during a specified period
(series of landings and takeoffs,
etc,) upon request, if the air-
craft can be recalled when traf-
fic or weather conditions re-
quire.

Phrossology:

LOCAL SPECIAL V.F.-R OPERATIONS IN THE
IMMEDIATE VICINITY OF (airport name) AIR-

PORT ARE AUTHORIZED UNTIL (time). MAIN.

TAIN SPECIAL V-F-R CONDITIONS. !

4. fatersnee.—7210.3 431, Appropriate Subjects.

472, CLIMB TO VPR

Authorize a fixed-wing aircraft
to climb to VFR upon

request if the only weather limitation is re-

stricted visibility.

Phroseology:

CLIMB TO V-F-R WITHIN THE CONTROL ZONE/

WITHIN (s specified distance within contro! zone)

MILES FROM (airport name) AIRPORT, MAIN.

TAIN SPECIAL V.-F.R CONDITIONS UNTIL

REACHING V.F-R




EXISTING T

473. SEPARATION

Apply approved separation between:
a. Special VFR aircraft. ,
b. Special YFR aircraft and IFR aircraft.

&2 Bete.—Approved separation is that
for IFR and Special VFR in 0 and 47« Radar
vectors are suthorized as prescribed in 880, (See

paragraph L.h)

474. ALTITUDE ASSIGNMENT '

Do not assign a fixed altitude —hen apply-
ing vertical separation, but clear the Special
VFR aircraft at or below an altitude which is
st least 500 feet below any eonflicting IFR
traffic but not below the minimum safe alti-
tude prescribed in FAR 91.79.

474, Mot t.=Special VFR aircraft are not assigned
fixed altitudes because of the clearance from clouds
sequirement.

&4 Wets 2~-The minimum safe altitudes are (1)
over congested areas, an altitude at least 1000 feet
sbove the highest obstacle, and (2) over other than
congested areas, an altitude at least 500 feet above
the surface.

’ﬁmmr
MAINT SPECIAL V-F-R CONDITIONS AT OR
BELOW (altitude).

475. SPECIAL VFR MELICOPTER SEPARATION

Control a Special VFR helicopter by Special
VFR procedures unless other procedures are
eontained in 8 Letter of Agreement.
ars. wete.=Control of IFR "helicopters s governed
by apnradar or radar procedures and minima ‘
a75. Retersnce.~=TERMINAL: Special VFR Heli-
eopter Separation, Chap. §, Sec. 14.

47¢. PRIORITY

8. FW/SVFR flights may be approved only

¥ arriving and departing IFR aircraft are not
delayed.
e Rusmpls t=A FW'SVFR atrerafl has beez
tleared 10 enter the control zone and subsequently an
IFR sircraft is ready w depart or is dn position to
Begin an approach. Less overall delay might accrue
@ the IFR sircraft ¥ *he F'W/SVFR aircraft s
allowed to prozeed 10 the sirport and land, rather
than kave the centrol sone or be repusitioned to
provide IFR priority.

PROPOSED

473. SEPARATION

Apply approved separation between:
8. Special VFR aircraft.

0. Special VFR aircraft and IFR sircraft,
. Nete~Approved separation is that prescribed
for IFR and Speciai VFR in 10 and &7¢ Radar
vectors are authorized as prescrited in ssa (See
paragraph 1.h.)

474. ALTITUDE ASSIGNIMENT

Do not assign a fixed altitude when apply-
fng vertical separation, but clear the FW/SVER
‘ sircraft at or below an altitude which is
at least 500 feet below any conflicting IFR
traffic but not below the minimum safe alt-
tude prescribed in FAR 91.78.

Phraseology:

MAINTAIN SPECIAL V-F-R CONDITIONS AT OR
BELOW (akitude).

47¢ Nete t.=Special VFR aircraft are not assigned
fixed ahtitudes because of the clearance from clouds
requirement.

&7¢ Note 2~-The minimum safe altitudes are (1)
over congested areas, an altitude at Jeast 1,000 feet
sbove the highest obstacle, and (2) over other than
congested areas, an altitude at least 500 feet above
the surface.

Delete (goes in HSVFR

section)

475, PRIORITY !

a. FW/SVFR flights may be
approved only if arriving and

departing IFR aircraft are not
delayed, . g

k75.a. Example 1.-A FW/SVFR ai

e® . bol
craft has been cleared to enter
the control zone and subsequently
an IFR aircraft is ready to de-
part or is in position to

begin an a;;zprouh. Less overall delay might accrue
W the IFR aircraft ¥ the FW/SVFR aircraft is
alowed 1o proceed to the sirport and land, rather
than leave the control sone or be repositivned to
mrovide 1FR priority.




8 “no,” or an emergency exists, issue a dear
ance as soon as traffic conditions permit.

& Authorize scheduled air carrier aircraft
In the United States to eonduct operations if
nn‘mundvisibﬂityhnoth:thn%lamtc

a4 Nee.=FAR 121 permits landing or takeoff
by domestic scheduled air earriers where 3 boeal
sarface restriction to visbility is pot less than %
statute mie, provided all turns after takeoff or
before landing and all flights beyond 1 statute mile
from the airport boundary ean be sccomplished
above or outside the area 30 restricted. The plot s
solely responsdie for determining ¥ the mature of
the visbility restriction will permit compliance with
the provisions of FAR 121,

& Clear an aircraft to fly through the con-
trol sone if be reports flight visibility is- at
Jeast 1 statute mile.

478, FUGHT VISIBILITY BELOW ONE MILE

When weather conditions are not officially
reported at an airport and the pilot advises
the flight visibility is less than 1 statute mile,
treat requests for Special VFR operations at
gm airport by other than belicopters as fal-

ws:

&L Nete.=FAR 9] prescribes use of officially re-
ported ground vishility at sirports where it s pro-
vided, ‘and landing or take-off “flight visbility” wbere
it is pot, as the governing ground visbility for basic
and Special VFR operations.

& Inform departing aircraft that a dear
ance cannot be issued.

b Inform arriving alreraft operating out
side of the control zone that a clearance can-
pot be issued unless an emergency exists,

& Ask an arriving aireraft operating within
a control sone {f be can depart ‘the coatrol
sope with a flight visibility of at least 1 statute
mie. If the sircraft cannot depart the con-
tro! sone accordingly, or an emergency exists,
issue & clearance as soon as traffic conditions

permit.

478 RESERVED

PROPOSED
A

§» “po,” or an emergency exists, issue a clear-
ance as soon as traffic conditions permit.

4d Authorize scheduled air carrier aircraft
fn the United States to eonduct operations if
ground visbility is not less than ¥ statute
mile.

476.d. Nete.=FAR 121 permits landing or take-off

oy domestic scheduled air carriers where s loaal
surface restriction to visbiity is pot Jess than %
statute mile, provided all turns after takeoff or
before landing and all flights beyond 1 statute mile
from the airport boundary can be accomplished
above or outside the area so restricted. The pilot is
solely responsible for determining if the nature of
the visbility restriction will permit compliance with
the provisions of FAR 121

& Clear an aireraft to fly through the cop-

trol sone i be reports flight visbiuty is at
least 1 statute mile.

477, PLIGHT VISIBILITY BELOW
ONE MILE

¥hen weather conditions are not
officially reported at an air-

port and the pilot advises the

flight visivility is less than

1 statute mile, treat requests

for FV/SVFR operations at that

airport as follows:

L77. weta=FAR 91 prescribes use of offically re

ported ground visdility at airports where it » pro-
vided, and landing or take-off “‘flight visibility’’ where
it i pot, as the governing ground visbility lor basic
and Special VFR operations.

a Inform departing aircraft that a clearn
ance cannot be issued.

b Inform arriving aireraft operating eout-
side of the control sone that 8 clearance can-
pot be issued unless an emergency exists.

e Ask an arriving aircraft operating within
s control zone f be can depart ‘the control
sone with a flight visibility of at least 1 statute
mile. If the aircraft cannot depart the con-
trol sone accordingly, or an emergency exists,
fssue a clearance as soon as traffic conditions

permit.
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EXISTING

470. AUTHORIZATION

Except where prohibited by FAR 93.113, you
may suthorize Special VFR operations in
weather conditions Jess than basic VFR minima
only as follows: :

a. Within control zones.

b. When requested by the pillot. .

¢. On the basis of weather conditions reported
at the airport of intended landing/departure, or
aroe. Melerence.—=Climb to VFR, 472; Ground Visibili-
€y Below One Mile, 477.

€. When weather conditions are not reported
-8t the airport of intended landing, and the pilot
advises he is unable to maintain VFR anfre-
Quests Special YFR.
Phroseclogy:
CLEARED TO ENTER/OUT OF/THROUGH CON-
TROL 20NE .
¢ end, {f required

irection) OF (airport name) AIRPORT ified
b (airpo e) (specifie

and

MAINTAIN SPECIAL V-F-R CONDITIONS WHILE
IN CONTROL ZONE.

€77. Note.—Far 91 does not prohibit helicopte
:j;ecu.l VFR Qights when visbiity is less ltjn’:x {
e.

SECTION 18.

d

i

PROPOSED

HELICOPTER SPECIAL VFR (HSVFR)

482, AUTHORIZATION

You may authorize helicopter
Special VFR (HSVFR) operations
in weather conditions less than
basic VFR minima only as follows:

a. Within control zones.
b. When requested by the pilot.

¢c. On the basis of weather con-
ditions reported at the air-
port of intended landing/
departure, oOr

d. When weather conditions
are not reported at the
airport of intended land-
ing, and the pilot advises
he is unable to maintain
VFR and requests HSVFR. {

482. d. NOTE 1. -FAR 91 does not
prohibit HSVFR flights when vi-
sibility is less than 1 mile; hc -
ever, helicopter must remain cle
of clouds at all times.

482.d. NOTE 2. ~FAR 91.105 (e)
states: ‘''No person may operate
an aircraft (other than a heli-
copter) in a control zone under
the special weather minimums of
this section, between sunset anc
sunrise (or in Alaska when the
sun is more than 6 degrees belo:
the horizon) unless:

(1) That person meets the ap-
plicable requirements for
instrument flight under
Part 61 of this chapter;
and

(2) The aircraft is equippec
as required in paragrap-
91.33 (O)".
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EXISTING

472 CLIMB TO VFR

Authorize an aircraft to climb to VFR upon
request if the only weather limitation is re-
stricted visibility.

Phroseology:

CLIMB TO V-F-R WITHIN THE CONTROL ZONE/
WITHIN (a specified distance within control zone)
MILES FROM (airport name) AIRPORT, MAIN-
TAIN SPECIAL - V-F-R CONDITIONS UNTLIL
REACHING V-F-R.

473, SEPARATION
Apply approved separation between:
8. Special VFR aircraft.
b. Special VFR aircraft and IFR aircraft.

473 WNete.—Approved separstion is that prescribed
for IFR and Special VFR in we and ¢ Radsr

vectors are au as prescribed in 650 (See
paragraph 1.h)

16
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PROPOSED

482.d4. NOTE 3 -FAR 91.107 (b)
states: '"No person may operate
an aircraft in a control zone
under VFR conditions except
clear of clouds."

482.d. NOTE 4 -FAR 91.105 (b)
states: "When the visibility is
less than one mile, &8 helicopter
may be operated outside controlled
airspace at 1,200 feet or less
above the surface if operated at

a speed that allows the pilot ade-
quate opportunity to see any air
traffic or other obstruction in
time to avoid collision."

Phraseology:

CLEARED TO ENTER/OUT OF/THROUGH
CONTROL ZONE and, 1if required ‘
(direction) OF (airport name)

AIRPORT (specified routing) and
MAINTAIN HELICOPTER SPECIAL V-F-R
CONDITIONS WHILE IN CONTROL ZONE.

483, CLIMB TO VFR

Authorize a helicopter to climd
to VFR upon request 1f the only
weather limitation is restricted
visibilicy.

Phraseology:

CLIMB TO V-F-R WITHIN THE CONTROL
ZONE/WITHIN (a specified distance
within control zone) MILES FROM (air-
port name) AIRPORT, MAINTAIN MELI-
COPTER SPECIAL V-F-R CONDITIONS

UNTIL REACHING V-F=R.

484, ALTITUDE ASSIGNNENT

Do not assign a fixed altitude
when applying vertical separation,
but clear the HSVFR aircraft at
or below an altitude which is at
least 500 feet below any conflict-
ing IFR altitude,

[ TR

SN




EXISTING

478. PRIORITY

8. FW/SVFR flights may be approved only
¥ arriving and departing IFR aircraft are pot
delaysd.
rta QGaamphe LA FW/SVFR sircraft has been
cleared to enter the control sone and subsequently an
IFR aircraft is ready 3o depart or Is in position o
begin an spproach. Lass overal delay might acerve
to the IFR aircraft #f the FW/SVFR sircraft is
allowed to proceed W the airport and land, rather
than leave the control gone or be repositioned to
provide IFR priority.

Page 151

1140. APPLICATION

Control & special VFR helicopter by visua!
Separation or special VFR procedures unless
locs! procedures are contsined in a Letter of

Agreement.
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PROPOSED

Phraseoclonv:
MAINTAIN BELICOPTER SPECIAL VFR CONDITIONS

AT OR BEbOW (altitude)

485, PRIORITY

&, HSVFR flights may be approved
only if arriving and departing
IPR aircraft are not delayed,

485,a, Bxanple 1l.~A HSVFR air-
craft has been cleared to enter
the control tone and sudbsequently
an IFR aircraft is ready to de-
part or is in position to begin
an approach. Less overall delay
might accrue to the IFR aircraft
4f the HSVFR aircraft is allowed
to proceed to the airport and
land, rather than leave the con-
trol tone or be repositioned to
provide IFR priority.

486. APPLICATION

Control a Special VFR helicopter
by visual separation or by appli-
cation of the Special VFR gepara-
tion standards listed in part 487
below. At locations where the
volume or complexity of helicopter
traffic warrants, a Letter to Air-
men, (see Manual 7210,.3E) shall
specify the local Special VFR
routes, procedures, visual refer-
ences, reporting points, holding
points, and helicopter traffic
patterns necessary to assure
separation.

1140. Note ~ Control of IFR
helicopters is governed by IFR
or radar procedures and minima.
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F;:;: 1141. LOCAL PROCEDURES 487. HSVFR SEPARATION STANDARDS

i At locations where the volume or complex- a. Between special VFR helicopters—J1 mile.

of Agreement shall specify that special VFR parting simultaneously on diverging courses
belicopters are required to ma atain visual and you can determine this minimum by ref-
reference to the surface and the traffic pat- erence to the surface markings or you instruct
terns, routes and reporting or holding fixes one to remain at least 200 fee! from the other.

necessary to achieve separation, in accordance
with the following minima:
8. Between special VFR helicopters—1 mile.
You may, however, use 200 feet if they are de-
parting simultaneously on diverging courses
and you can determine this minimum by ref-
erence to the surface markings or you instruct
one to remain at least 200 fee! from the other. _@

u87 od. Wustration 2

11418. Busuation ?
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EXISTING
Page 151

O Between an arriving Special VFR heli
eopter and an arriving fixed wing IFR air-
eraft executing a straight-in approach:

(1) If the fixed wing aircraft is less than
1 mile from the landing threshold—¥: mils.

141041) Blwsiration

(2) If the fixed wing aircraft is 1 mile
or more from the landing threshold—i4
miles.

1941000 Bwstetien

¢ Betwecn an arriving fixed wing 1FR air-
eraft executing a circling approach or a missed
spprooch and an arriving Specinl VFR beli-
oopter—2 miles.

19
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PROPOSED

(487 continued)
b. Betwveen an arriving Special VFR

. helicopter and an arriving IFR

aircraft executing a straight-in ap-
proach:

(1) 1If the IFR aircraft is less than
1l mile from the landing threshold -
k mile.

(2) I1f the IFR aircraft is 1 mile or
more from the landing threshold 1k
miles.

c. Between an arriving IFR aircraf:

executing a circling approach and an
arriving or departing Special VFR
helicopter-14 miles.




T W T - e T

Lad ™ . -
. uai ma- ik sand - e vl oA e - ol A AR EACRAS ol ul ARG iR (2%alikvaiarofias aav diai v Hatollany Rt Rl B

EXISTING - N PROPOSED
Page 152 EE——— I
d. Betwéen a departing fixed wing IFR air- d. Between a depsrting IFR air
eraft and a Special VFR helicopter: craft and a Specin}. VFR helicopter:

(1) If the fixed wing airczaft is lers than

% mile beyond the runway end—Yomile. (1) 1f the IFR aircraft is less

than 1 mile beyond the runvay end-

i mile.
1141.401) Bwsisten (2) 1If it is 1 mile or more beyond
: the runway end-lk miles,
(2) If it is % mie or more beyond the
runway end=fmiles.

h v

®

- e. Between a departing Special VFR
114140) Ghravatien . helicopter and a departing IFR air-
e. Between a departing Special VFR craft-k mile, if courses diverge
helicopter and s departing fixed wing IFR air after takeoff.

eraft—% mile, if courses diverge sfter takeoff.
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Page 152

L Between an arriving fixed wing 1FR air-
craft and a Special VFR helicopter~sufficient
scparation to assurc that the helicopter takes off
on a diverging course before the arriving air-

-eraft is J mile from the airport

LY - Prooeoed
[ £t~}

141L Blustralion
1142-1149. RESERVED

Wmmmwmmmmwwv- 4 T I""T

PROPOSED

f. Between an arriving IFR air-
craft and a Special VFR helicopter-
sufficient separation to assure that
the helicopter is on a diverging
course before the arriving aircraft
is 1 mile from the airport.

1140.f, NOTE - Some helicopter flights
will be in a direction which has to

cross the active runway. Such flights
must be across the runway and on a di-
verging course before the arriving IFK
aircraft is one mile from the airport.

21
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487.e.
u87.d.(l)

487.v,(1)

<

@J 487.4d.(2)

487.b. (1), 487.b. (2), 487 d. (1), 487.d.(2), 487.e.
487.f., Illustration
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SUMMARY OF

RECOMMENDED SEPARATION MINIMA

IN NAUTICAL MILES

FOR VARIOUS AIRCRAFT COMBINATIONS
INVOLVING HSVFR MELICOPTERS

AIRCRAFT ———————)
f COMBINATIONS

HSVFR HELICOPTER

CIRCLING APPROACH

1-1/2

‘DEPARTURE ARRIVAL
—_—— - —— |
DEPARTURE ! )
= *200 ft.
-
-9
g S
> ARRIVAL 1 1
x =
#’ —— > "w
<1 NM
| sEYOND * /2 1/2
w | RUNWAY
E
?;' < 21 M
o w BEYOND
§ ) RUNAAY 1-1/2, or 1/2* 1-1/2
= L===i==m—. M"‘;-* —
= ! T e
e lfR‘ NM
- o 1-1/2, or 1/2*
z *
& - RUNWAY 1/2
o g'&’
= gg ?R?)MNM
& *] 1=
E | 5=]| RuNWAY he
“
E

1-1/2

Y h('n ‘\’ - - - -
i S Y, RS B R e
(AK&(;{&[&J’MJM{L“&{L‘L&\&'LA. R (- . /\.’.'1'.'.',.':'.:' e T

Il

* DIVERGING COURSES ONLY

.-d';-"u"f.l-“"’ .




H‘-‘-.‘"U'-!-.F.HH'H"H!NHH'-HMUNH!ﬂmm‘ﬂ'!ﬂm'ﬂwwﬂmm‘mrwwum_ b a2z ae . ab o ab o as el ek ek ol idledding
A,

1

*
R, EXISTING PROPOSED
g Page 120

il 822 IMINIMAA 822, (no change)
¥
R3S Unless s pilot concurs in the use of a lower
:.s" specd, use the following minima:

. a. To aircraft operating between FL 280
e and 10,000 feet, a speed not less thun 250 knots.
108 b. To turbojet aircraft operating below
> 30,000 feet:

= (1) A speed not less than 210 knots, ex-

o cept:

(2) Within 20 miles of the airport of

e intended landing, a speed not less than 170

A knots.
o . I;{op{eﬂer aidrcnh within 20 miles of the
o atrport of intended landing, a speed not |

‘ than 150 knots, ¢ pee not 8
- d De
:: iy partures, a2 speed not Jess than 230

o (insert) == e. Hellcopters flying on instru-
o ments, & speed not less than 60
‘-J. motso

¥ 822.e. NOTE -Relatively few types cf
e helicopters are certificated for IFR
- flight at airspeeds below 60 knots, due
N to control stability problems at lower

< speeds. Once in the clear, with outside
visual reference to the surface, pllots
N can slow to lower speeds as necessary.

RATIONALF: See Note 822.e,

K. SOURCE: AdAI Working Group
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952 STOL RUNWAYS 962. STOL RUNWAYS
Use STOL runways as fullows: Use STOL runways as follows: 3
. 8. A designated STOL runway may be as a. A designated STOL runway may de '
. signed only when requested by the pilot or as assigned to a fixed-wing aircraft
y specified in a Letter of Agreement with ap only when requested by the pilot
: aircraft operator. or as specified in a Letter of :
Agreenent with an aircraft operator. (
- { bAdesignated STOL runway may be '
\assigned to a helicopter at any tine.
b. Issue the measured STOL runway Jength t. Issue the measured STOL runway '
if the piot requests it. length if the pilot requests it. :
962. NOTE =-Even though helicopters do not “
normally require the use of a runway, there
is no reason to prohibit them from using a
STOL runway because of 1its limited dimen- )
sions. ]
RATIONALE: See Note 962.
SOURCE: HAI Working Group
(J
(]
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e Page 129

872, TAXI INFORMATION
When taxi information is required, issue the

& A

) following, as appropriate, in concise and easy to
N understand terms:
o a. Route for the aircraft to follow on the

¥
¥a

i
r 4

movement area.

72a Nete.—Movement of aireraft within loading,
tnaintenance, or parking areas is the responsiility of
the pilot, aircralt operator, or airport management.

Phroseclogy:
TAX:
V1A (route) or ON (runway number or taxiway, ete.)
or TO (location) or (direction) or ACROSS RUNWAY
gunwa number).

ONTINUE TAXIING:
YIA (route) or ON (runway number or taxiway, ete.)
or (direction).
T2 Exampies.e

*Turn right at first intersection.” *“Taxi straight
shead to end of runway, then turn left.”

b. Instructions to hold and traffic information

&S necessary. .

972b. Neote.—When authorizing an aircraft to “taxi
to"” an assigned takeoff runway, the absence of
bolding instructions authorizes the aircraft to “cross”
all runways which the taxi route intersects except the
aasigned takeoif runway. It does not include
authorization to “taxi onto” or “eross” the assigned
takeoff runway st any point. In absence of holding
instructions, a clearance to “taxi to” any point other
than an assigned takeoff runway, is a clearance to
eross all taxiways and runways that intersect the taxd
route to that point

SHORT OF (location), or ON (taxi strip, run-up pad,
ete.), and (/necessary TRAFFIC (traffic information),
or FOR (reason).

¢ Instructions to expedite a taxiing aircralt.
Phraseology:
TAXI WITHOUT DELAY (traffic if necessary).

e P

Lar has e Sas it it d
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972 TAXI INFORMATION

FOR HELICOPTERS
When taxi information is required
for fixed wing aircraft, issue the
following, as appropriate, in concise
and easy to understand terms:

a. Route for the aircraft to follow on the
movement area.

0724 Nets.—Movement of aireraft within loading,
maintenance, or parking areas is the responsibility of
the pilot, aircraft operator, or airport management.

Phraseology:

TAXI: .

V1A (route) or ON (runway number or taxiway, ets)
or TO (location) or (direction) or ACROSS RUNWAY
(runway number).

CONTINUE TAXIING: )

V1A (route) or ON (runway number or taxiway, etc.)
or (direction).

0728, Examples.~ .

*Turn right at first intersection.” ‘“Taxi straight
ahead to end of runway, then turn left.”

b. Instructions to hold and traffic information
as necessary. . . i
$T20. Note.—When authoriting an aircraft to “tax
to” an assigned takeoff runway, the absence of
bolding instructions authorizes the aircraft to ““cross”
all runways which the taxi route intersects except the
assigned takeoff runway. It does not include
authorization to “‘taxi onto™" or “‘cross’’ the assigned
takeoff runway at any point. In absence of holding
instructions, s clearance to *‘taxi to” any point other
than an assigned takeoff runway, is a clearance to
cross all taxiways and runways that intersect the tax
route to that point.

Phraseology:

HOLD: o

SHORT OF (location), or ON (tax strip, run-up pad,
ete), and {fnecessary TRAFFIC (traffic information),
or FOR (reason).

e Instructions to expedite a taxiing aircraft.

Phraseology:
TAX] WITHOUT DELAY (traffic  necesaary)
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PROPOSED

972.d. When necessary to clear a heli-
copter to ground taxi using wheels, issue
instructions using the phraseology in
paragraphs a, b, or c above. For heli-
copters with skid-type landing gear, use
paragraph e. below.

972.d. NOTE 1. = Ground taxi uses less
fuel and minimizes air turbulence. How-
ever, under certain conditions, such as
Tough/soft/uneven terrain, it may become
necessary for a helicopter to air taxi
for safety reasons.

972.e. NOTE 2. - The downwash of a hover-
ing helicopter generates strong surface
velocities out to a radius of 3 times the
rotor diameter. Where possible, this much
clearance should be kept between the hov-
ering helicopter and parked light aircraft.

Helicopters with articulated rotor blades
(usually 3 or more blades) are subject to
ground resonance and may, on rare occa-
sions, suddenly 1ift off the ground to
avoid damage.

972.e. When necessary to clear a helicop-
ter to proceed from one point to another
via flight at or below 100 feet AGL, use
the appropriate phraseology as follows:

Phraseology:

AIR TAXI

VIA (direct or route prescribed)

TO (location, heliport, helipad,
movement/operating areas,
inactive/active runway)

CAUTION (wake turbulence, construc-

tion equipment)

LAND AND CONTACT TOWER OR HOLD FOR

(reason, landing/taxiing aircrafe,
release, clearance to cross run-
way, etc.)

972.e. NOTE 1. - The term AIR TAXI auth-
orizes a helicopter to be operated at a
speed determined to be safe by the pilot
and at an altitude of not more than 100
feet AGL. However, other factors such

as snow or blowing dust may cause the
pilot to request to air-taxi at a higher
altitude. Approval would be based on
traffic conditions at the time.
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975. Taxi information for single
Piloted helicopters -- Issue
taxi information to helicopters
as in 972 above and if the heli-
copter requires no further taxi
instructions, instruct the pilot
to monitor/contact tower on the
appropriate frequency.

975. NOTE.-This procedure enables
a single pilot to set his radio
before 1iftof{ and thereby avoid
having to land before changing

to the tower frequency.

975. Reference - 7110,653 3¢
976-979. RESERVED

SOURCE: FAA AAT-320
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EXISTING

998. TAKEOFF CLEARANCE

Issue takeoff clearance.

Phrassology:
CLEARED FOR TAKEOFF.

908 Mete.—Turbine-powered pircraft
sidered ready for takeoff when they reach
unless they advise otherwise.
USA/USAF/USN: Issue surface wind and
takeoff clearance to aircraft.

be con-
runway,

Phraseology:
WIND (surface wind in direction and velocity).
CLEARED FOR TAKEOFF.

-
996. CANCELLATION OF TAKEOFF CLEARANCE 1

Cancel 8 previously issued clearance for
takeoff and inform the pilot of the reason, if
tircumstances require.

Phraseology:
CANCEL TAKEOFF CLEARANCE (reason).

e oae mar e ga- M e osel gdar e~ el il st oAV it dian, st i i SRR ety et ca® et el Rad

(Insert)

997-1009. RESERVED

* in Letter to Airmen)

(WL T e YT T NTUR TR ;S wm Ty T m S m o w om wm emcs

PROPOSED

996. TAKEOFF CLEARANCE FOR
HELICOPTERS

a. Issue takeoff clearance for hel:-
copter, from any point on the airpor:
which is not prohibited from such
use, provided the helicopter is visi-
ble from the tower. Obtain prior
approval of the ground controller
vhen the takeoff point is other

than an active runway, heliport,
helipad, or designated helicopter
departure area.

996.a. NOTE 1 - Whenever possible
issue takeoff clearance in lieu of
exterded ground or air taxi oper-
ations. Helicopters which do not
request the use of a runway should
not be forced to delay until a take-
off runway is available, if other
conditions would permit them to

take off on a course which diverges
from other traffic.

996.a. NOTE 2 - Most helicopter
pilots will not prefer to take off
downwind 4f the wind velocity ex-
ceeds 5 knots.

Phraseology:

WIND (direction and velocity)
AIR TAXI TO (point on airport)
HOLD SHORT OF (runway, taxiway,
apron, or other point)

(Code name of route if specified

CLEARED FOR TAKEOFF

b. 1ssue takeoff approval when a
helicopter requests takeoff clear-
ance from:

(1) An area not visible from
the tower.

(2) An unlighted area at night.

Phraseology:

NOT IN SIGHT. DEPARTURE AS REQUESTEIC
APPROVED. (wind direction and veloc-
ity, 1if required)

997.
996.
998 - 1009 RESERVED

(Renumber existing paragraph

(Renumber)




EXISTING
Page 135

1020. LADI!G CLEARALMNCE
Issuc landing clearance.

or is planning to usc another runway.
Phraseology:
CLFZARHD TO LAND

CLFARFD TO LA\D RUNWAY (desicnator).
nsert7
USA/USAF/IUSN

Issue surface wind and landing clearance.
Restate the landing runway whenever there is
a possidility of a conflict with another aircraft
which is using or is planning to usc another
runway. )

Phrascoloyy:
WIND (surface wind dircction and velocity),
CLEARED TO LAND

or
WIND {surface wind dircction and wvelncity),
CLEARED TO LAND RUNWAY (designator),

LANIDIIG CLEAT \WMCEVATHOUT VISULNL
OBSCARYVATION

When an arriving aircraft reports at a posi-
tion where he should be seen but has not been
visually obscrved, advise the aircraft as a part
of the landing clearance that it is not in sight
and restate the landing runway.

1024,

30

RN A AP AERE S ¢ .\. P

PROPOSED

ag———{ Renumdber to 1020.a)

Restate the landing
runway whenever there is a possibility of a
conflict with another aircraft which is using

1020,b, Issue landing clearance
for helicopters, to any point on
the airport which is not prohiv-
ited for such use, provided the
landing point is visible from
the tower. Obtain prior approval
of Ground Controller when land-
ing point will be other than
active runway. Include wind
direction and velocity if land-
ing will be made downwind,

Phraseoclogy:

1020.c. 1Issue landing approval when a
helicopter requests landing on:
(1) An area not visible from the tower.
(2) An unlighted area at night.

Phraseology:

CLEARED TO LAND (requested landing point)
REQUESTED LANDING AREA NOT VISIBLE.
LANDING AS REQUESTED APPROVED.

1020.¢c. NOTE. ~-Helicopters do not ne-
cessarily require a runway for landing.
It is usually advantageous to separate
helicopter and fixed-wing traffic on
different flight paths. Landing as
close as practicable to final destina-
tion on airport saves time and fuel
for helicopters.

SOURCE: FAA AAT-320
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%026. CLOSED TRAFFIC 1027, HELICOPTER CLOSED TRAFFIC
Approve/disapprove pilot requests to re-
main in closed traffic for successive operations &, Approve helicopter closed traf-
subject to local traffic conditions. fic operations based on takeoff/
Phraseology: landing points other than active
LEFTRIGHT (If required) CLOSED TRAFFIC runways, when use of runways is nct
, APPROVED. REPORT (position if required) desirable due to traffic volune or
o .
UNABLE CLOSED TRAFFIC (sdditional informa- Rolse considerationss
tion as required).
b. 1Issue sufficient instructions
to avoid interference between traf-
fic pattern operations and other
traffic movements.
c. Control, restrict, or cancel
4 operations in helicopter traffic
(insert) pattern in order to prevent delays
to itinerant traffic.
d. Instruct pilots using the heli-
copter traffic pattern to maintain
visual separation from other heli-
copters operating in the same pat-
tern,
1027, NOTE. - llost helicopter
cockpits are configured for thre
pilot to occupy the right seat.
This factor makes the use of right-
hand patterns preferable in the in-
terests of cockpit visibility.
1027-1039. RESERVED «@—— 1028-1039 RESERVED (renuctered;
RATIONALE: There is a need to establish
procedures for helicopter operations in
closed patterns, and to clarify why right
hand patterns are preferable for most
helicopters.
SOURCE: FAA AAT-320
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- Poge 184 -
2 o* 7110558 CHO §
- anim
"'~ Section 21, STAGE Il SERVICE
oy 1282. SEPARATION
" 1282 Nete z-Su,ge I separation and sequencing
‘-:}. for VFR aircraft is dependent upon radar. When a
o radar ou occurs, efforts should be made to
N segregate VFR traffic from the IFR traffic flow.
8. Visual separation, as specified in 490, 798, -
o and 1262 -
' 1282a. Note.—The provisions of 796.c(5) are ap
ol plicable to Sage ITI operations.
~ 12224. Reference —Glossary (Visual Separation).
o . .
o b. 500 feet vertical separation between VFR
aircraft and between a VFR and an IFR air-
SN craft
_”.‘\ 12028 Note.—500 feet vertical separstion shall mot
. be applied below & heavy jet
12025. Reference —Minima, 1420
- peon s R ’ t. Within 15 miles of the
e e. Within ,15 miles of the radar antenns, r radar antenna, separate fixed-
separate helicopters and Category I and II wing Category I and II aircraft
- VFR aircraft from: from:
’ ::\'::n ﬁ‘_‘a' —This procedure DOES NOT apply be- (1) Other Category I and II fixed-
arcraf ) - wing VFR/IFR aircraft by a minimum
1202c. Refersncs.— Aircraft Categories, 1110.a. Note. of 1-1/2 miles.
(1) Other Category I or I VFRIFR (2) Category I1II fixed-wing VFR/IFR
_ aircraft by a minimum of 144 miles. aircraft by a minimum of 1-1/2
" (2) Category Il VFRIFR aircraft by miles only when the aircraft are
K, 1% miles only when both aircraft are on \. on non-converging courses.
K parallel courses. d. Within 15 miles of the
:' (, radar antenna, geparate helicopters
-] from fixed-wing VFKR/IFR aircraft by
- a minimum of 1-1/2 miles except as
7 specified under paragraph 487 of

\_ this manual.

EZ  RATIONALE:

i 1282.c.(2) There appears to be no reason why courses must be parallel d
::: as long as they are not converging.

’:- 1282.d. The high maneuverability and relatively low speed of helicopters '*

greatly reduces any need for them to stay 3 miles awvay from a Category III

sircraft just because their courses are converging; a 1-1/2 mile minimum

:: appears ample.
%

8 SOURCE: FAA AAT-320
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RECOMMINDED CHANGES REQUIRING

FURTHER STUDY AND FLIGHT TESTS

The following is a list of items which should be given further study

and validation by flight testing, prior to implementation.

Page L2, Para 237, ALTITUDZS FOR DUAL ROUTES: In busy helicoptor.
operating areas (primarily offshore), using area navigation with laterally
offsét parallel routes, it may be advantageous to put opposite-direction

routes at the same altitude, with crossing routes at the next level.

@

KATIONALE: Helicopter altitudes are o“ter limited hy icing or traffic
considerations. Aprlicatio o7 the daal-route intersection concert shown
above should simplify AT worxload in many cases, by precluding conflictions
of crossing traffic as well as ooposite-direction traffic, Tor exavple. a
northbound aircraft would not be concerned with southbnund, easthound, or
westbound traffic, tut orlv vith overtaking or merging with other norihbound
traffic, Actuallyv tre routes could cross at any angle and still be completely

inderendent in all four directions of traffic flow.

SOURCE: AT Working Sroup
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Page 53, Para 29., OTHER NAVIGATION SYSTEMS: The Handbook needs to

address appropriate separation standards for aircraft using Loran C and

perhaps other forms of navigation such as VLF/Omega and eventually

Navstar OFS.

RATIONALE: Adequate VOR/TME coverage at helicopter operating altitudes
does not exist in much of the offshore airspace and in many parts of the
country. It is expected that the use of other tvres ~f navigation bv 'FR

helicapters will continue to increase.,

SOURCE: HAI Working Sroup

34




B “fhadh “Sadi el Sl el SRR TR R ot - o o 1,

Page 113, Para 791, FINAL APPROACH INTERCEPTION: The specified
combinations of maximum final approach interception angles and minimum turn-on
distances are not necessarily appropriate to helicopters with approach speeds

in the neighborhood of 60 knots.

RATIONALE: To save flight time, fuel, and airspace in the terminal
area, helicopters should be allowed to make shorter approaches. This would
also tend to increase capacity by reducing the length of the common path
wvhere helicopters have to use the same ILS as other aircraft. For any
length of final approach, a slower approach speed gives the pilot more time
to get stabilized on the localizer course and on the glide slope. Obviously
the final approach must still be long enough to allow the pilot to intercept
it from the lower side. With a much smaller turning radius the helicopter

requires less anticipation to intercept the localizer course; therefore, it

appears that larger interception angles should still be satisfactory.

SOURCE: HAI Working Group
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EXISTING PROPOSED

Page 38
222, MINIMA BETWEEN ALTITUDES c. In offshore operations,
helicopters at or below
Separate IFR aircraft by assigning 3000 MSL and equipped with
different altitudes using the following radio altimeters may, with
minima between altitudes: pilot concurrence, be
separated by a minimum of
‘a. Up to and including FL 290 - 1,000 feet. 500 feet.
b. Above FL 290 - 2,000 feet.
i
i
RATIONALE. The use of a non-barometric reference and the absence of terrain

obstructions should make this a safe procedure, very useful because of the
relatively low range of operating altitudes.

SOURCE: HAI Working Group
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I
,: Page 48°
N
! 273, SEPARATION BY PILOTS (add to existing sentence)
,.: When pilots of aircraft on the } except when the succeeding }
Qﬂ same course in direct radioc com- aircraft maintains a speed which
j} munication with each other concur, is no faster than the preceding
) you may authorize the following aircraft, and does not exceed 120
) aircraft to maintain longitudinal knots, a minimum of 10 miles DME
0 separation of 10 minutes; or 20 separation may be used,

‘5 miles if they are using DME.
")

)

~‘-
;: Phraseology:
‘)
O MAINTAIN AT LEAST ONE ZERO MINUTES/

X TWO ZERO MILES SEPARATION FROM

(Ident).

+

-
o
O

: RATIONALE. The use of 20 miles DME separation produces excessively long

. intervals between low-speed aircrafe, resulting in very low route capacicy.
ﬂd The use of 10 miles separation appears generous under the conditions specified

j above.

% SOURCE: HAI Working Group .
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RATIONALE.

EXISTING

Page 213

1710. LONGITUDINAL SEPARATION

a. Separate aircraft at any
altitude using DME by a minimum of
20 miles except that 10 miles may be
used when the leading aircraft main-

tains a speed at least 40 knots faster

than the succeeding aircrafre,

The use of 10 miles separation

PROPOSED

(add to existing sentence)

; or when the succeeding aircraft
maintains a speed no faster than
the leading aircraft, and this
speed does not exceed 130 knots.

appears safe under the conditions

specified (see alsc proposed paragraph 273).

SOURCE: HAI Working Group
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APPENDIX

Much effort was spent in collecting and coordinating the material for
the recommended changes to the ATC Handbook. Copies of pertinent correspondence
and related material are provided in the following section, as an Appendix

to this report.
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& MELICOPTER ASSOCIATION ¢ Ghumir, G‘@

T 1156 15th St., N.W., Suite 610, Washington, D. C, 20005 (202) 466-2420 Telex 89615
i
November 14, 1980
ljs Memorandum No. 2
;; TO: HAA HELICOPTER ATC STUDY WORKING GROUP
; FROM: Glen A. Gilbert

HAA Program Manager

1. Enclosed herewith is a paper prepared by the PATCO member of the
FAA's Air Traffic Procedures Advisory Committee (ATPAC). (I am a member
of this Committee in representation of the HAA.)

e
e o
Catae

’l
l, l‘l

2. It would be very useful if members of the Working Group would
give this presentation consideration in their review of 7110.65B per my
Memorandum No. .

ghihah
DRI BN

. 3. Also enclosed for your information is the time/phase plan for the
. conduct of our ATC study as outlined in my Memorandum No. 1.
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STAGE III RADAR SERVICE

Many of you are aware of the ongoing controversy concerning
. the application of Stage III separation to aircraft operating in
the VFR traffic pattern at airports where the pattern lies within
Terminal Radar Service Area (TRSA) airspace. For those of you
who are not familiar with this controversy, here is some back-
ground.

FAA's ATC Operations and Procedures Division (AAT-300) be-~
came aware last year of a lack of standardization in this area.
Nearly a year agc, FAA Washington sent a team into the field to
observe Stage 111 operations and make recommendations for stan-
dardization. Their primary area of interest was to establish
whether separation was being provided to VFR aircraft in a closed
traffic pattern.

They found that a few facilities were actuallv providing
this so-called service through radar vectoring, seguencing or
secaraticn of aircraft each trip around the pattern. Many facil-
ities felt they were providing separation through the use of
visual separation. When queried, it turned out that most, if
not all, of them were relying on controller applied visual
(7110.65B, para. 490a (1) and (2)). They were actually applving

para. 980 and/or 906.

The Air Traffic Procedures Advisory Committee (ATPAC), a
national level committee with representatives of fourteen avaiation

ihterest groups, including PATCO, discussed the subject in depth

A3
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)

s last April. that resultad was a unanimous reccmmendaticn that

v "FAA consider VFR aircraft operating in the closed traffic pattern
s'.:‘\ ’ 13

:3 ...a85 non-participating aircraft". It is significant that all

'\-‘:ﬂ

- cormmittee members concurred in this PATCO proposal including

representatives of every aspect of general, military and commercial
aviation.

At the July ATPAC meeting, FAA rejected the recommendation,
reemphasizing their position that all aircraft operating in TRSA
airspace shall be separated unless the pilot specifically declines
the service. That includes pattern traffic, regardless of whether
aircraft are racdar identified.

I strongly suggest that controllers at affected locations
carelully reevaluate the procedures they use to "separate" VFR
pattern traffic. Review the options available in 7110.653. These
cptions are:

1) Radar separation - para. 1282

This separation, if used, must ke provided

on a fully certified radar system, not sim-

ply a certified BRITE indicator, by a cert-
ified radar controller.

2) Non-radar separation - Chapter 3, Sections

3, 6 and 7
This is completely unrealistic if you have
more than one aircraft in your airspace.

3) Visual separation - para. 490

Consider this option carefully! 1If the

Ab
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STAGE III RADAR SERVICE

Pilots involved accept responsibilit
under the provisions of 490a (1) anad (3)
all is well, bearing in mind that the
pilct must see and maintain visual sep-
aration from all aircraft within 1k miles
if all are CAT I or II, or 3 miles if any
are CAT iII. NOTE: 1If the controller
elects to assume responsibility for vis-
ual secaration (para. 490 a (1) and (2)),
be aware that if, at any time, for any
reascn, you lose sight of any aircraft

invclved, you may have had a system error.

This could occur with aircraft on extended
dcwrwind pattern segments behind the tower,

airc

’

aft lcst in haze, or controller atten-
ticr simply diverted »y other duties. Also
pay close attention to the restrictions on
use of visual separation between successive
departures. The concept ©f the BRITZ as
an "extention of the eyeballs" is not a
subkstitute for "eyeball contact"” for the

purpose cf applying visual separation.

Regardless of the type separation applied, the controller

responsible must have specific airspace in which tc conduct the

Operation as well as the ability to assure that his aircraft re-

main the required distance from the boundary.
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STAGE IIl R~DAR SERVICE PAGE 4

Having graspled with this dilemma for nearly a vear, we nave
concluded that the only way to conduct these operations ir ac-
cordance with FAA's stated position is by application of racdar
separation. This will normally reguire the aircraft to go to
departure/arrival radar for sequencing and separation.

The impact this will have on the system at many locations
is readily discernable. It seems peculiar that the FAA appar-
ently doesn't share PATCO's concern. The increased delays to
beth VFR and IFR traffic could result in any of the following
situations:

1) Disgruntled pilots could habitually decline

Stage III service not only in the pattern,
but throughout the system, thereby derogating

the effectiveness of the TRSA program.

2) The FAA could modify TRSAs to exclude airpor:
traffic areas or portions therecf, reducing
the service to itinerant Stace III traffic,
thereby derogating air safety.

3) FAA could eventually realize the validity of
the ATFAC position and take actions commen-

surate with the suggestions of the Committee.
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HILICOPTER ASSOCIATION ¢/ Ghrorin, G’%

3 1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 4€6-2420 Telex B5515

November 14, 1980

Memorandum No. 3

TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FRCM: Glen A, Gilbert
HAA Program Manager

1. Enclosed herewith for your information is an FAA Proposec
Revision to FAAH 7110.65B, 7210.3E P/C GClossary and Airmans In-
formation Manual.

2. 1would appreciate it if all members of the Working Group would
review this material and let me have any comments no later than Dec-
ember 5.

3. Pilot members will find the enclosure particularly useful in
preparing their recommendations on 7110, 65B, inasmuch as this is the
format (from page 7 on) that we will follow in our study (i.e., Paragraph
Number, 0Old, New, Rationale).

4. Don't forget that the target date for the first cut at the para-
graph bv paragraph review is December 15 (see item 5, my Memoran-
durm No. 1)
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DEPARTMENT OF TRANSPORTATION
FEDERAL AVIATION ADMINISTRATION

pate WASHINGTEN, D.C. 20491

atrts fo AAT-330.8

sussecr. Proposed Rev sion to FAAH 7110.658, 7210.3E, P/C Glossary
and Airwans Information Manual (AAT-330-80-11)

smow Acting Chief, En Route Operations and Procedures Branch, AAT-330
t0 See Distridbution List

1. PARAGRAPH NUMBER AND TITLE:

P/C Glossary

IFR Over the Top

VFR Over the Top

VFR Conditions

VFR On Top/VFR Conditions on Top

AIRMANS INFORMATION MANUAL (AIM):

266, ~~==-==- JFR Clearance with VFR Restrictions
271. ==e=e-— IFR Sepsration Standards

298.e, ==~==-—== VFR Operations on IFR Flight Plan
34], eememee-- Position Reporting

342, ——————- Additional Reports

346,  ==—==e— Operation in Restricted Airspace

FAA 7110.65B

58, ==meee- == VFR Conditions~on-Top

182, ==~===-e= Positive Control Area Restrictions
420, memme- -== Clearance
49], wemmenea= VFR Conditions

492, ====e=== VFR on Top

493, =—=e=—w== Altitude for Direction of Flight
630, =====——=— VFR Operations

794, ==+ee=-= Arrival Instructicns

166], ===<==e== Avopidance
1713, ===ecwee= Visual Separation and VFR

FAA 72]10.3E:
622, ====e—-— High Altitude lnspections

11, BACKGROUND /RATIONALE:

A review of FAAH 7110.65B, paragraph 491 (VFR CONDITIONS) and 492
(VFR ON TOP), has revealed some ambiguities and a potential for
confusion in the application of the two paragraphs. In this




&N proposal, we have attempted to clarify intent by revising 7110.65B, 491,
492 and the AIM so that tbe procedural spplicstion and the information
in the AIM will ansver the following questions:

13. May a clearance to operate "VFR ON TOP" or "VFR" be {ssued
: vhen the pilot does mot specifically request the clearance?

A. A clearance to operate "VFR ON TOP" shall mot be
f{ssued unless the pilot epecifically requests it.
- A clearance to operate in "VFR CONDITIONS" may be
issued vithout a pilot request, but only if one of
the folloving conditions exists;

8. A terminal facility determines that there
vill be noise abatement benefits where
part of the IFR departure route does not
conforms with an FAA approved moise abate-
ment route or altitude.

2 A

b. A piiot has requested a practice imstrument
approach frow a terminal facility and he is
not oo an IFR flight plan.
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2Q. Should a "VFR ON TOP" clearance be {ssued when there is no
obscuring meteorological formation (i.e., clouds, smoke,
haze, etc.)?

- A. No. This clearance should only be issued vhen a
K. - pilot desires to operate in VFR conditions above
- some kind of obscuration. However, this is a
- pilot determisation and & controller should not
o question it. Even vhen the controller is sure
that the weather is "clear and fifty", he should
still honor a pilot's request to operate "VER
ON TOP." We bave attempted to indicate in the
AIM that pilots should request "VFR ON TOP" only
when they are actually on top of & meteorological
. formation or when they desire to elimb through a
- meteorological formation and tben either maintain
VFR ON TOP or cancel their IFR flight plan.
- Othervise, pilots should fulfill their desire to
-, operate in VFR cooditions by specifically request-
ing a clearance to operate in "VFR CONDITIONS"
A instead of "VFR ON TOP." Howvever, we reiterate
S that this is a pilot determination and it should
e Bot be questioned by controllers.
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3Q. May a pilot operate "VFR ON TOP"

g a. Betveen layers or;

. b. Belov a layer?
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":E: A. a. Yes. Remenber that the pilot should be operating
m . s 3 .
3 above some obscuring formation but there is nothing
" {intended to preclude operation above one layer and
M belov another. The basic requirements are that

the pilot fly at the appropriate VFR altitudes as
prescribad in FAR 91.109 and comply with the VFR
visibility and distance from cloud criteria in
FAR 91.105.

b. Normally, pilots should not operate VFR ON TOP .
beneath a layer. The appropriate request and
ctlearance in this situation would be to
"MAINTAIN VFR CONDITIONS." Bowvever, a pilot
operating correctly VFR ON TOP of a meteorologi~-
cal formation could overfly the formation to a
point where it ended and then find himself
operating either in the clear (no obscuring
conditions) or beneath a layer. In this situa-
tion, he could continue to operate on his VFR
ON TOP clearance. We do not intend to draw
such a fine technical distinction between "VFR
ON TOP" and "VFR CONDITIONS" so as to preclude
this type of operation or to require pilots to
request amended clearances (i.e., requesting
a change from a VFR ON TOP to a VFR CONDITIONS
clearance). We believe that requring VFR ON TOP
pilots (vho find that they are no larger opera-
ting above a meteoroclogical formation) to request
an amended clesrance to "VFR CONDITIONS," would
unnecessarily complicate the procedure and would
provide no operational benefit. Conversely, a
pilot operating on a “"WFR CONDITION" clearance
need not request an amended clearance (i.e., VFR
OX TOP) vhen he finds himself operating above a
meteorological formation.

Where the reasons for the change cannot be

determined from the BACKGROUND or are not readily

apparent, we have attempted to explain them in a

‘“rationale" parsgraph following the revision. -

I11. CHANGE:
AIRMANS INFORMATION MANUAL
P/C GLOSSARY
OLD NEW
IFR OVER THE TOP - The operstion of Delete

an aircraft over the top on a IFR
flight plan vhen cleared by air
traffic control to maintain "VFR
CONDITIONS" or "VFR CONDITIONS ON
TOP." (See VFR ON TOP)
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OLD

VFR OVER THE TOFP - The operation
of an aircraft above the clouds
under VFR wvhen it is oot being
opersted on an IFR flight plan.
(See VFR ON TOP)

Rationale:

NEW

Delete

While these terms appear in some FAR's (e.g., FAR 121), they are not
used in pilot/controller communications nor do they normally exist

in the ATC lexicon. Their appearsnce in the glossary complicates
matters by implying that they are used and invites unnecessary compari-
son with "VFR ON TOP'", "VFR CONDITIONS," etc.

OLD

None

Rationale:

NEW

VFR CONDITIONS - ATC authoriza-
tion for an IFR aircraft
operating in VFR conditions, a
VFR ICA or Stage lIl aircraf:

or a VFR aircraft requesting s
practice instrument approach, to
be flown at the pilots choice

of an appropriate VFR altitude
as specified in FAR 91. A pilot
receiving this asuthorization
must copply with the VFR visi-
bility, distance from cloud
criteria and the minimum IFR
altitudes specified in FAR 91,

Since "VFR CONDITIONS'" is used in the revised 7110.65B, 491, and since

“VFR ON TOP'" and "VFR CONDITIONS" h

ave different procedural applications,

the term should be defined in the P/C Glossary.

OLD

VFR ON TOP/VFR CONDITIONS ON TOP -
An IFR clearance term used in lieu
of & specific altitude asignment
upon pilot's request which
authorizes the aircraft to be
flown in VFR wveather conditions

st an asppropriste VFR altitude
vhich is not belovw the minimun

IFR altitude (Refer to FAR

Part 91).
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NEW

VFR ON TOP ~ ATC authorization
for an IFR aircraft to operate in
VFR weather conditions sbove a
meteorological formation (i.e.,
coulds, smoke, haze, etc.) at the
pilot's choice of an appropriate
VFR altitude as specified in

FAR 91. A pilot receiving this
suthorization must comply with
the VFR visibility, distance

from cloud criteria and the
pinimus IFR altitudes specified
in TAF 91.
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Rationale:

1. It is usnecessary to use tvo terms (i.e., VFR ON TCP/VFR CONDITIONS

ON TOP) to describe the same procedyre.

Therefore, in the interest

of simplification, VFR CONDITIONS ON TOP has been deleted.

2. Sigce the term is used to authorize flight above some form of
obscuring layer, the definition was revised to clearly state that

provision.

Additionally, including some of the pilot's basic

tesponsidbilities makes the definition clearer and more precise.

Paragraph 266

OLD
266, IFR CLEAKANCE WITH VFR
RESTRICTIONS

8. ATC will not issue &
clearance to an IFR flight specify-
ing that climb descent, or any
portion of the flight be conducted
in VFR condition unless one of the
following exists.,

(1) The pilot requests the VFR
restriction.
(2) For noise abatement bene-

fite where part of the IFR departure
route does not conform with an FAA
approved noise abatement route or
altitude,

be 1f a pilot is operating
on an IFR flight plan and is given
a VFK restriction, ATC will not
apply IFR separation during the
“VFR Restriction' portion of the
flighe.

c. 1f after receiving a VFR
restriction the pilot determines
that compliance with the clearance
is not feasidle, the pilot shall
maintain VFR and request an amended
clearance.

NEW

266. 1IFR CLEARANCE WITH VFR ON
TOP/VFR CONDITICN RESTRICTIONS

a. A pilot on an IFR flight
plan operating in VFR veather
conditions, on top of & cloud, haze,
smoke or other meteorological for-
mation may request VFR ON TOP in
lieu of an assigned altitude. This
would permit the pilot to select an
altitude or flight level of his
choice.

b. Pilots desiring to clicb
through a cloud, haze, smoke or
other meteorological formation
and then either cancel their IFR
flight plan or operate VFR ON TOP
pay request a climb to VFR ON TOP.
The ATC authorization shall contsin
a request to report reaching VFR
ON TOP, a top report or a state-
ment that no top report is
available. Additionally, the ATC
suthorization may contain a clear-
ance limit, routing and an
altercative clearance if VFR ON
TOP is not reached by a specified
altitude,

t. A pilot on an IFR flight
plan, operating in VFR conditions,
way request to climb/descend in,
or to maintain VFR conditions.
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d. ATC may not asuthorize
VFR ON TOP/VFR CONDITIONS opera-
tions unless the pilot requests
the VFR operation or a clearance
to operate in VFR CONDITIONS will
result in noise sbatement benefits
vhere part of the IFR departure
route does mot conform to an FAA
spproved noise abatement rotte or
altitude.

e. When operating in VFR
conditions with an ATC authoriza-
tion to "MAINTAIN VFR ON TOP/
MAINTAIN VFPR CONDITIONS pilots
should:

(1) Fly at the sppropriate
VFR altitude as prescribed in
FAR 91.109.

(2) Comply with the VFR
visibility and distance fror
cloud criteria in FAR 91,105
(BASIC VFR WEATHER MINIMUMS).

(3) Comply with instrument
flight rules that are applicable
to his flight (i.e., minimum 1FR
altitudes, position reporting,
radio communications, course to
be flown, adherence to ATC clear-
ance, etc.).

f. ATC authorization to
“MAINTAIN VFR ON TOP" does not
preclude operation on top of one
weteorological formation and
bensath another (i.e., between
layers). The only requisite is
that, st the time the initial
clesarance was issued, the pilot
vas either operating in VFR
conditions sbove & meteorological
formation or was requesting a
clearance to climd through and
operate in VFR conditioas above
a meteorological formation., 1If
a pilot desires to operate in
VFR conditions on an IFR flight
plan, and no meteorological
formation (i.e., clouds, swmoke,
haze, etc.) is present or he
vishes to operate below
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NEWw

the formatiod, he should request
ATC authorization to operate in
"WFR CONDITIONS." It is impera-
tive that pilots understand that
clearance to operate "VFR ON TOP/
VFR CONDITIONS" does not imply
csncellation of the IFR flight

g. Pilots operating VFR ON
TOP/VFR CONDITIONS, may receive
traffic information, from ATC,
on other pertinent IFR or VFR
aircrafet, However, sepsaration
vill not be provided unless the
pilot is operating in a TCA cor
participating in Stage 1II service.

Note. - When operating in VFR
wveather conditions, it is the
pilot's responsibility to be
vigilant s0 as to see and avoid
other aircraft.

he ATC will not asuthorize
VFR ON TOP or VFR CONDITIONS
operations in positive control
areas (PCA)., (See paragraph 93 -
Positive Control Area)

or
plan.
Parsgraph 271.b.
OLD

b. Standard separation will be
provided between all sircraft operat-
ing on IFR flight plans except vhen
"VFR CONDITIONS~ON~TOP" has been
requested by a pilot snd authorized
by AIC in lieu of & specific cruising
or holding altitude or when clear
ances opecifying that climb or
descnt or any portion of the flight
shall be conducted in "VFR
CONDITIONS" are issued. A pilot may
specifically request IFR separation
wvhile conducting & practice instru-
Dent approach.

NEW

b. Separation will be pro-
vided betveen all aircraft
operating on IFR flight plans
except during that part of the
flight (outside of a TCA or TRSA)
being conducted on a VFR ON TOP/
VFR CONDITIONS clearance. Under

these conditions, ATC may issue

traffic advisories but it is the
sole responsibility of the pilot
to be vigilant so as to see and

avoid other aircraft.
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Raticnale:

1. "“VFR CONDITIONS-ON-TOP' changed to “VFR-ON-TOP" to comply with
procedural change in terminology in PAAR 7110.65B.

2. Noppertinent material deleted and the paragraph revised to clearly
indicate ATC/pilot's roles in terms of separation respossibility.

Paragraph 298.e.

VFR _OPERATIONS ON IFR FLIGHT PLAN

Delete the entire subparagraph and relocate tbhe information to paragraph
266,

Rationale:

Paragraph 298 deals with the mechanics involved in filing an IFR flight
plan vhile paragraph 298.e. contains information concerning ATC clear-
ances/instructions involving VFR restrictions. Therefore, we believe
that the information should be relocated in the section of the AIM that
deals specifically wvith ATC clearances (i.e., Section 4, paragraph
266).

Paragraph 341

POSITION REPORTING

Io paragraphs 341.¢.(1),(2); d4.(1)(d), change "VFR CORDITIONS ON TOP" to
“VFR ON TOP/VFR CONDITIONS."

Paragraph 342

ADDITIONAL REPORTS

Io paragraph 342.a.(1)(b), change "VFR CONDITIONS ON TOP'" to "VFR ON
TOP/VFR CONDITIONS."

Paragraph 346

OPERATION IN RESTRICTED AIRSPACE

In paragraph 346.a., change "VFR CONDITIONS ON TOP" to “VFR ON TOP/VFR
CONDITIONWS,"

Al7
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Paragraph 58

OLD NEW

$8., VFR CONDITIONS-ON-TOP 58. VFR ON TOP/VFR CONDITIONS
Use a route not meeting service Use & route not meeting service
velume liemitations only if an volume limitations only if an
aircraft requests to operate in sircraft requests and is cleared
VFR conditions-on-top on this to maintain VFR ON TOP/VFR
route, CONDITIONS, on the route.
S8, Note. = Aircrafr equipped 58. Note. - Aircraft equipped
with TACAN-only are expected to: with TACAN only are expected to:

a. Define route of flight a. Define route of flight
between TACAN or VORTAC NAVAIDs in between TACAN or VORTAC NAVAIDs
the sage manner as VOR equipped in the same manner as VOR equipped

aircrafe. aircrafte.

b. Except in positive control

aress, submit requests for flight areas, submit requests to operate

in VFR conditions-on-top vhere “VFR ON TOP"/VFR CONDITIONS' where
insufficient TACAN or VORTAC NAVAIDs * insufficient TACAN or VORTAC NAVAIDs
exist to define the route. exist to define the route,

b. Except in positive control

z
.
:

Paragraph 182

»w

QLD NEW
182. POSITIVE CONTROL AREA 182, POSITIVE CONTROL AREA
RESTRICTIONS RESTRICTIONS
Do not spply visual separation or Do not apply visual separaticn or
issue VFR or VFR conditions-on-top authorize VFR ON TOP/VFR
clearances in positive control CONDITION operations in positive
areas., control areas (PCA).
Paragraph 420
OLD NEW
420. CLEARANCE
8 o o o No change
De o ¢ o @ No change
420,5.(2) Example. - No change
420.5.(2) Note ). No change
Al8
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" OLD
. 420.5.(2) Note. 2 = 1f the altitude
s assigmoent is VFR-ON-TOP, it is

conceivable that the pilot may elect
to remain high until arrival over the
~ final approach fix vhich may require
- the pilot to circle to descend so as
to cross the final approach fix at
an altitude that would permit

N 8
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420.b.(2) Note. 2 = 1f the altitude
assigament is VFK ON TOP/VFR
CONDITIONS, it is conceivable that
the pilot may elect to remain bigh
until arrival over the final
spproach fix which may require the
pilot to circle to descend so as
to cross the final approach fix at

<. landing. an altitude that would permit
- landing.
{: Paragraph 491 and 492
2 o 1]
s 491, VFR CONTITIORS 491. VFR ON TOP/VFR CONDITIONS
= a. You may clear aircraft a, You may clear an aircraft,
s to maintain VFR cornditions if oope operating in VFR weather conditions
e of the following conditions exists: on top of a ¢loud, haze, smoke or
- other meteoroiogical formation, to
e (1) The pilot has requested maintain "VFR ON TOP", if the pilot
the clearance. requests the clearance.
s (2) TERMINAL: The clearance Phraseology:
< will result in noise abateren:
oo benefits where part of the IFR MAINTAIN VFR ON TOP
o departure route does mot conform to
; an FAA-apzproved poise abatezecnt b. You may clear an aircraft to
.. route or altitude. climd through clouds, smoke, haze or
P other meteorological formations and
oo, (3) TERMINAL: The pilot has then to maintain "VFR ON TOP" if the
" Tequested a practice instrumpent following conditions are met:
‘ﬁ sapproach and is not on an IFR flight
. plac. (1) The pilets requests the
" clearance.
1 Phraseology:
- (2) You inform the pilot of the
. MAINTAIN VFR UNTIL (time or fix). teported height of the tops of the
o CLIMB/DESCEND VFR: meteorological formation, or;
=3 BETWEEN (altitude) AND (altitude),
> or, (3) You inform the pilot that
,tj ABOVE/BELOW (altitude). po top report is available.
'}.
- 491a(3) BReference. - Practice (4) When necessary, you insure
o Approaches, 435. separation frow all other traffic
for wvhich you have separation
<y b. 1ssue an alternative responsibility by issuing an alter-
ot clearance wvhen there is reason to native clearance.
-2 believe that flight in VFR condi-
A tions may become impracticable. (5) When an aircraft is cligb-
3 ing to and reports reaching VFR ON
TOP reclear the aircraft to maintain
AlY VFR ON TCP.
R
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OLD
Phraseology:

IF NOT POSSIBLE (alternative
procedure) AND ADVISE.

492. YVFR ON TOP

8. You may clear an aircraft
to maintain VFR conditions-on~top
of a cloud, haze, smoke, or other

meteorological formation if the
fclloving conditions are met:

(1)
clearance.

The pilot requests the

492a(1) Note, - Requests which
include 8 filed flight plan
altitude of OTP indicate that the
flight intends to operate orly st
altitudes in airspace vhere OTP
is permitted.

492a(l) Reference. - Positive
Centrol Area Restrictions, 182.

(2) You irform the pilot of
the reported height of the tops of
the meteorological formation,

Phraseology:

MAINTAIN VFR ON TOP, TOPS

REPORTED (altitude).

(3) You inform the pilot
sccordingly if no top report is
svailadle.

Phraseclogyv:
MAINTAIN VFR ON TOP. NO TOPS
REPORTED.

(4) 1f the aircraft's

route, track, or altitude may cause
it to enter an active Prohibited/
Restricted/Warning Ares, MOA, or
ATCAA, you:

492a(4) Reference. - Specisl Use
and ATC Assigned Airspace, Chapter

.l -
‘n

AT I SRR AT IR IR T 4
BRI AN
S Ottt 300 a0} ¥

‘\-!q-ll

A20

-ﬂ;ﬂ;""h-¢ ¢_ st

NEW

Phraseclogy:

CLIMB TO AND REPORT REACHING VFR
ON TOP

and, if required

TOPS REPORTED (altitude)

or,

NO TOPS REPORTS

IF NOT ON TOP AT (altitude) MAINTAIN
(sltitude) and ADVISE.

MAINTAIN VFR ON TOP

€. Do not clear an sircraft
to maintain VFR ON TOP/VFR CONDITIONS
BETWEEN sunset and sunrise to separate
holding sircraft from each other or
from en route aircraft, unless
restrictions are applied to insure
the appropriate IFR vertical
separation.

Phraseology:

MAINTAIN VFR ON TOP/VFR CONDITICONS AT
OR ABOVE/BELOW/BETWEEN {(altitudes).

49]1c Examples. = "AINTAIN VFR ON TOP
at or above cne three thousand five
hundred."

"Maintain VFR conditions at or below
one two thousand five hundred.'

“"Maintain VFR conditions between six
thousand and one zero thousand."”

d. You may clear an ajrcraft
operating in VFR conditions, to
climdb/descend in, or to maintain
VFR conditions when the conditions
in 49]a and b do not apply and one
of the following conditions exist;

(1)

clearance.

The pilot requests the

(2) TERMINAL: The clearance
vill result in noise abatement
benefits vhere part of the IFR
departure route does not conform
vith an FAA approved noise sbate-
ment route or sltitude.
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(a) 1Inform the pilot to
conduct flight in VFR conditions
on top, at least 500 feet (FL 250
and sbove - 1,000 feet) above the
upper limit or belov the lower
limit of the airspace (subject to
493); or

Phraseology:

MAINTAIN VFR CONDITIONS-ON-TOP AT
LEAST 500 FEET (FL 290 and above -
1,000 FEET) ABOVE/BELOW (upper
limit/lover limit of airspace)
ACROSS (name or number of airspace)
BETWEEYX (fix) and (fix);

and, if the airspace is an
ATCAA, (Name of ATCAA) 1S AIC
ASSIGNED AIRSPACE.

(b) Clear the aircraft via
routing vhich provides approved
separation froc the airspace.

(¢) Exception., Some
Prohibited/Restricted Areas are
established for security reasons
or to contain hazardous activities
not involving aircraft operations,
The addition of 500 (er 1,000)
feet to the upper/lower limit of
these Prohibited/Restricted Areas
is not required, if the areas have
been identified by facility
management.

492a(4)(c) Reference. = Handbook
7210.3-214.

b. When tops are not
reported, take the folloving
sction:

(1) 1Issue an alternative
clearance.

Phraseology:
17 NOT ON TOP AT (altitude),

MAINTAIN (altitude) AND ADVISE,
REPORT REACHING VFR ON TOP.
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(3) TERMINAL: The pilot has
requested a practice instrument
approach and is not on an IFR
flight plan.

Phraseology:

MAINTAIN VFR CONDITIONS

MAINTAIN VFR CONDITIONS UNTIL

(time or fix).

MAINTAIN VFR CONDITIONS ABOVE/BELOW
(altitude), CLIMB/DESCEND VFR;

end, {f required,

BETWEEN (altitude) ARD (altitude)
or,

ABOVE/BELOW (altitude).

4914(3) Reference. - Practice
Approsches, 435

e. When, in your judgument,
their is reason to believe that
£light in VFR conditions may
become impractical, issue an
alternative clearance which will
insure separation from all other
aircraft for vhich you have
separation responsibilicy.

Phraseology:

IF UNABLE (alternative procedure)
AND ADVISE.

£, 1f the sircraft's route,
track, or altitude may cause it to
enter an sctive Prohibited/Restricted/
Warning Ares, MOA, or ATCAA;

491f Reference, - Special Use and
ATC Assigned Airspace, Chapter 7,
Section 2.

(1) 1Inforw the pilot to conduct
flight VFR ON TOP/VFR CONDITIONS at
least S00 feet (FL 250 and above -
1,000 feet) above the upper limit or
belov the lover limit of the airspace
(subject to 492); or

. Cah |
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(2) Vhen the pilot reports
resching VFR conditions on top,
cancel the alternative clearance
by reclearing the asircraft to
maintain VFR conditions on top.

Phraseology:
MAINTAIN VFR ON TOP,

¢. Do not clear an sircraft
to maintain VFR conditions on top
vhen a pilot report indicates
veather conditions are not suitable
or betveen sunset and sunrise to
separate holding sircraft from each
other.

Rationale:

Rotal sal Gl anh Safe Al Sl dad B g st vl Sl st ol otk aiic aih- il olhh- g o dbav RAv A gt he |

NEw

Phraseology:

MAINTAIN VFR ON TOP/VFR AT LEAST 500

FEET (FL 290 and above - 1,000 feet)

ABOVE/BELOW (upper limit/lower limit

of airepace) ACROSS (nazme or mumber

of airspace BETWEEN (fix) and (fix); \
and, if the airspace is an ATCAA,

(Name of ATCAA) IS AIC ASSIGNED

AIRSPACE.

(2) Clear the aircraft via
routing which provides approved
separation from the airspace.

(3) Exception. Some
Prohibited/Restricted Areas are
established for security reasons
or to contain hazardous activities
not iovolving aircraft operations.
The addition of 500 (or 1,000) feet
to the upper/lover limit of these
Prohibited/Restricted Areas is not
required, if the areas have been
identified by facility managemen:.

491£(3) Reference. - Handbook
7210.3=-214

1. The rationale for the changes to old paragraph 49la and b is cootained in

paragraph 11 of this proposal.

2. The requirement in the old 492c that prohibits controllers from is issuing

VFR restrictions vhen a pilot report indicates that weather conditions

are not suitable, vas deleted. The determination that weather considera-

tions are suitable for VFK ON TOP/VFR CONDITIONS operatioos is solely the
responsibility of the requesting pilot and it is his decision. Refusal -

o
ekl
O I..‘I.v‘!' \'?l

to issue the clearance based on a report from another pilot would be

tantamount to questionning the judgment of the requestimg pilot. Further- d
more, one pilot may be opersting legally in VFR conditions while another

pilot a fev miles avay might correctly evaluate the veather counditions as

being unsuitadle. Hovever, conflicting reports of this kind could cause

s controller to issue an alternative clearance as indicated in the noev

paragraph 4LH9]e.
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Psragrapvh 493

o
493. ALTITUDE FOR DIRZCTION OF
FLIGHT

Inform an gircraft of the correct
altitude for direction of £light
vhen s report from an aircraft
msintaining VFR conditions-on-top
indicates it is not complying with
FAR 91.

493. Note. - As required by FAR 91,
the appropriate VFR altitudes for
direction of flight are as follows:
Flights on Magnetic Courses 0 = 179
3,000 feet above the surface to but
not including FL 29C: “odd" cardinal

altitudes plus 500 feet. Examples:
3,500,5,500, FL 255, FL 275.

FL 290 and above 4,000 foot inter-
vals begioning with FL 300,
Exsmplas: FL 300, FL 34C,

Flights on Magnetic Courses 180 =~
359

3,000 feet above the surface up to
but not including FL 290: “even"
cardinal altitudes pius 500 feet.
Exacples: 4,5C0, 6,500, FL 265,

FL 285,

FL 29C and above: 4,000 foot
intervals beginning with FL 320.
Examples: FL 320, FL 360.

Phraseology:

VFR ON TOP CRUISING LEVELS FOR
YOUR DIRECTION OF FLIGHT ARE:
From 3,000 feet above the
surface to but nmot including
FL 290
ODD/EVEN ALTITUDES/FLIGHT LEVELS
PLUS FIVE BUNDRED FEET.
At or sbove FL 250
POUR THOUSAND FOOT INTERVALS
BEGINNING AT FLIGHT LEVEL THREE
2ERO ZERO/THREE TWO ZERO.

...........
-------

492. ALTITUDE FOR DIRECTION OF
FLIGHT

Inform an aircrsft, maintaining VFR
ON TOP or VFR CONDITIONS when a
report indicates the pilot is not
complying with FAR 91.109.

492. Note. - As required by FAR
91.109, the appropriate VFR

altitudes for aircraft (pmot in &
holding pattern of 2 minutes or less,
or turning) operating more than 3,000
feet above the surface to and includ-
ing FL 290;

Magnetic courses 0 - 179 - 0dd
cardinal altitudes plus 500 feet
(e.g., 3,500, 5,500, FL 195, 275).

Magnetic courses 180 - 359 -
Even cardinal altitudes plus 500
feet (e.g., 4,500, 8,500, FL 205,
285).

Above FL 290;

Magnetic courses 0 =179 - 4,000
foot intervals beginning with FL 300
(e.g., FL 300, 340, 380).

Magnetic courses 180 = 356 =
4,000 foot intervals beginning with
FL 320 (e.g., 320, 360, 400).

Phraseology:

VFR OF TOP/VFR CONDITIONS CRUISING
LEVELS FOR YOUR DIRECTION OF FLIGHT
ARE :
More than 3,000 feet above the
surface to FL 290
ODD/EVEN ALTITUDES/FLIGHT LEVELS
PLUS FIVE HUNDRED FEET.
sbove FL 290
FOUR THOUSAND FOOT INTERVALS BECIN-
NING AT FLIGHT LEVEL THREE ZERD
ZERO/THREE TWO ZERO.

.......
.......
........
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N Raticpale:

The altitude stratification in the sote to the old paragraph 493 is incorrectly ‘ |
stated as; "3000 feet above the surface to but oot imcludiog FL 290." FAR 91.109
indicates that the correct altitude b.eakdowa should be: "more than 3,000 feet above
the surface., « « to flight level 290 (inclusive)." Additionally, the note was
editorially revised in an attempt to make it clearer.

494-599. RESERVED 493-399 RESERVED

Paragraph 630

OLD
630. VFR CONDITIONS

a. Provided the aircraft
is within your area of responsibi-
lity or prior coordination has
been effected with the facility in
vhose area an aircraft is operating
and an operational benefit will be
gained, assign aircraft operating
with & clearance specifying VFR
conditions-on-top, or VFR aircraft
receiving radar advisories, an
appropriate Function Code or
computer assigned code for the code
environment io which you are
providing service.

NEW
630. VFR CONDITIONS

a8, Provided the aircraft is
wvithin your area of respomsibility
or prior coordination has been
effected with the facility/sector
in vhose area an aircraft is operating
and an operational benefit will be
gained, assign aircraft operating
vith a clearance specifying VFR ON
TOP/VFR CONDITIONS, or VFR aircraft
receiving radar advisories, an
appropriate Function Code or computer
assigned code for the code environment
in which you are providing service.

Be o ¢ o o No change.
Paragraph 754
OLD NEW

794. ARRIVAL INSTRUCTIONS

a.‘ 8 o o s o No change.
o
. Do o o o o No Ch.ﬂzeo
oy
;3: Co o o o o No change.
o .
I"N'
::} 794c(2) Exzazples ] and 2 No change.
Y

794c(2) Note. 1 No change

SRR

794c(2) Note. 2 = If the altitude
assigument is VFR ON TOP, it is

conceivable that the pilot may elect

to remsin high until arrival over

794c(2) Note. 2 = If the altitude

.aspigoment is VFR ON TOP/VFR

CONDITIONS, it is conceivable that
the pilot may elect to remain high

by
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the final aporoach fix wvhich may
tequire the pilot to ecircle to
descend so as to cross the final
approach fix at an altitude that
would permit landing.

until srrival over the final
approach fix which may require the
pilot to circle to descend so as
to cross the final approach fix

dt an altitude that would permit
landing.

Ko change.

Paragraph 1461

OLD

14512 and b Reference -

Separation frow Special Use and
ATC Assigned Airspace, 224 and 285,
VFR On TOP, 492; Adjacent Airspace,

NEW

1461a and b Reference -

Separation from Special Use and
ATC Assigned Airspace, 224 and
285; VFR ON TOP/VFR CONDITIONS,

750. 49]1; Adjacent Airspace 750.
Paragraph 1713
OLD NEW
1713, VISUAL SEPARATION AND VFR 1713, VISUAL SEPARATION AND VFR

An aircraft may be cleared to
maintain "1,0CC feet on top"

(in lieu of VFR COXNDITIONS-ON-
TOP) or may be issued VFR separa-
tion vher requested by the pilot
excent:

1713, Reference. - VFR CONDITIONS,
491. VFR ON TOP, 4952.

a. through c.

An aircraft may be clearei to
waintain "]1,000 feet on top" (in
lieu of VFR ON TOP/VFR CONDITIONS)
or may be issued VFR separation
vhen requested by the pilot except:

1713, Reference. - VFR ON TOP/VFR
CONDITIONS, 491,

No change.

- ~".'.
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FAA HANDBOOX 7210.3E

OLD

622. HIGH ALTITUDE INSPECTIONS

s. Bigh altitude flight
{ospection operations are generally
conducted on 1FR flight plans; VFR
conditions on top will not be
requested except vhen weather
conditions are ideal and excessive
delays would result frow operating
at an assigned flight level,
AAT-330~-80-11,

Iv. IN REPLY REFER TO:

NEW
622. HIGH ALTITUDE INSPECTIONS
a. Bigh altitude flight

inspection operations are generally
conducted on IFR flight plans; VFR
ON TOP/VFR CONDITIONS will not be
requested except vhen weather
conditions are ideal and excessive
delays would result from operating at
an assigned flight level.

If you have any questions or wish to

discuss this proprossl, please contact the En Route Operations and Procedures
Branch, Ed Forsythe, AAT-330.8, FIS/426-B630,
December 31 will be thoroughly considered prior to final action regarding the

change.
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HELICOPTER ASSOCIATION ¢ Ghuin, Q%

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

November 17, 1980

Memorandum No. 4

TO: HAA HELICOPTER ATC S§TUDY WORKING GROUP

FROM: Glen A. Gilbert
HAA Program Manager

1. Enclosed herewith are excerpts from FAA Roport No, FAA-
RD-80-88, 1I, dated November 1980. (ATC Training Manual).

2. Pilot members of the Working Group are asked particularly
to consider the material dealing with HSVFR {n their review of
7110, 65B.

AG:md
Encl.
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EFLICOPTER CONTROL RROCEDURES

Terminal Proceduras

The design of helicopter ITR arrival and depsrture procedures is governed
by the obstruction criteria io TERPS (Terminal Instrument Procedures). Some
changes in these criterias sre expected during the next year, iz order to take '
advantage of the unique flight characteristics of the helicopter.

ESVFR

One procedure for expediting helicopter traffic {n TMC (Instrument
Meteorological Conditions) 1is the use of HSVFR (Helicopter Special VFR) procedures,
wvhich are covered in Section 14, Parsgrsphs 1140-1141 of Air Traffic Control
Handbook 7110.65B.

Some towers have refused to permit HSVFR procedures. It is possible that
the vording of Paragraph 1141 has led some facility chiefs to believe that a
Letter of Agreement is required before any HSVFR operations can be approved.

Such was not the intent of the wording.

It 4{s alsc possible that the sheer complexity 6f the BSVFR rules, with their
many qualifying restrictions, has discouraged many controllers from memorizing
thea. Without familiarity, controllers hesitate to apply these rules.

It appears possible that & more simplified presentation, to supplement
the existing material in 7110.65B, would at least make the applicable rule
easier to find and remember. To this end, a matrix has been prepared which
shows the applicable reference for each of the various arrival/departure
combinations involving HSVFR operation. This matrix {s shown in Table 4-1.
Example A in this table shovs that the required separation for the combination
of an BSVFR helicopter arrival and an IFR fixed-wing arrival which s making
a itraight-in spproach and 1s more than 1 NM from the runvay, is covered by
Paragraph 1141 b (1).

A28
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TABLE 4-1
APPLICABLE PARAGRAPH REFERENCES
IN ATC HANDBOOK 7110.658
COVERING SEPARATION MINIMA FOR
HSYFR HELICOPTER OPERATIONS

AIRCRAFT b HSVFR HELICOPTER
I COMBINATIONS
'DEPARTURE ARRIVAL
DEPARTURE 11412 11412
&
&
=8
zg ARRIVAL 4la &1
%‘-"-_T-————vr—-—k—ﬂ————m_:
<1/2 N
BEYOND 114%e 11414 (1)
w ] RUNWAY
E
= 21/2 WM
& | BEYOND Ndle 11414 (2)
© RUNWAY
= i—=4=—===——_
) <1 NM Exarple
= FROM Maf 11415 (1) -=-—A
vy et RUNWAY
e | =Z
<
= §E 21 NM
=& FROM nare 11415 (2)
S <| RUNWAY
m
CIRCLING OR NOT
I 114%¢
MISSED APPROACH AUTHORIZED




From Table 4-1, a second table (4-2) bas bean prepared, which lists
the actusl separation standard for esch aircraft combination. Thus the HSVIR
criteria can be summarised in a chart small enough to be posted at the local
control position in the control tower.

The chief difference betveen helicopter operatiomsl characteristics {n
IFR and HSVFR is that, in low visibility conditions, the HSVFR pilot will be
able to fly at much lover airspesds (4if necessary), than he vould normally
care to fly 4f he were actually on instruments. Howvever, in order to stay
out of the low-speed Avoid ares, bhe normally will not want to fly slower
than 40 knots through the critical altitudes of the Beight/Velocity Diagram
(see Figure 2-3 of Bection 2).

The safety of simultaneous BSVFR arrivals with fixed-wing IFR arrivals,
oz laterally converging coursas, uitinntcly depends on positive controller/
pilot communications, plus the assurance that ATC can control the path ar
.progre.a of the helicopter as necessary to maintain the necessary seperation
from the other aircrafc.

This assurance is enhanced if the controller can observe the progress of
the helicopter on a radar display. 1I1f this 4s not possible, assurance could
be enhanced 4{f the helicopter pilot were navigating visually on a standard
VFR helicopter route wvhich is known to both pilot and controller, is clear
of fixed-wing traffic paths, and includes one or more distinctive visual
laodzarks which can be used as standard reporting points and visual holding
points.

Techniques for delaying the helicopter to provide separation from othar
traffic include speed reduction, holding pattarns, 360° turns, and path-
stretching (radar vectoring). At lov helicopter airspeeds, bolding patterns
and 360° turns require only a small amount of airspace. The belicopter should
oot be asked to hover for delay purposes. Hovering requires high power with
relatively high fusl comsumption.
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TABLE 4-2
SUMMARY OF SEPARATION MINIMA
IN NAUTICAL MILES
FOR VARIOUS AIRCRAFT COMBINATIONS
INVOLVING HSYFR HELICOPTERS

AIRCRAFT ——————) HSVFR HELICOPTER
l_ COMBINATIONS
DEPARTURE ARRIVAL
%%
DEPARTURE 1 »
] *200 ft.
-
Q.
[=]
il
g ARRIVAL 1 1
& =
F=--—_—:_.—,_-—-.——<wm
<1/2 W
BEYOND * /2 1/2
w RUNWAY
g
g 2E1/2 NM
BEYOND
o | T | rutaay *1/2 2
=
= mimrm
& <1 N
= . FROM NOT
w ~_| RUNWAY AUTHORIZED 1/2
(o gg
= Eg 21 WM
a FROM * .
a= RUNWAY 1-1/2
CIRCLING OR NOT )
MISSED APPROACH AUTHORIZED

* DIVERGING COURSES ONLY
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IFR Arrivals

Sequential Approaches on Common Path to Airport. The integration of heli-
copter and fixed-wing arrivals in the same approach path presents problens
because of the difference in the approach speeds of the two types of air-

craft. This nornaliy results in a very long gap in the approach sequence
vhenever a helicopter follovs a fixed-wing aircraft down the final approach
path. Although this gap can sometimes be used to advantage in clearing
extra departures, it generally results in lost runway cspacity, and delays
to succeeding aircraft.

The gap can be shortened either by having the helicopter fly the
final approsch at & speed considerably higher than its normal approach
speed, or by making a short turn-om to keep the common path as short as
possible. A research program has been planned to determine the practical
paraneters for short helicopter approach paths, using various types of
approach aids.

Sequential Approaches on Different Paths to Airport. When an airport has
spproved approach procedures from different directions, it sometimes is
practical to use one approach for fixed-wing aircraft and asother for beli-
copters, as shown in Figure 4-1, Normally the convergence angle between the
tvo approach courses should not exceed 90Y. In this case a close-in holding

fix is established for helicopters, which are cleared off this fix on short
notice, to use time-slots between fixed-wing arrivals oo the other approach
path.

A32
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FIGURE 4-1. SEQUENTIAL APPROACHES ON DIFFERENT PATHS TO AIRPORT
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Simultaneous Approaches on Different Paths to Airport. If it 4s possible
to lay out the helicopter approach and missed approach areas so that they

are completely clear of fixed-wing approach and missed approach aress, it
should be possible to run simultaneous helicopter and fixed-wing approaches.
Ideally, as shown in Pigure 4-2, the convergence angle betwsen ths approach
courses should not exceed 45°. This will enable the helicopter to make a
90° turn and diverge immediately from the fixed-wing traffic, if a missed
approach becomes necessary. The MAP (missed approach point) 1is placed far
enough back from the airport that the helicopter will alvays be able to
complete this maneuver without encroaching on the fixed-wing airspaca.

Approaches to Heliport. Normally, helicopter operators would prefer to

stay out of congested airports and use separate heliport facilities. With
the exception that helicopter approaches probably could be shorter and
steeper than those presently required for fixed-wing aircraft, with shorter-
radius turns and greater allowance for wind drift, there need be little
difference from present procedures, in the way IFR helicopter arrivals will
be vectored and sequenced into an IFR heliport.

Missed Approaches. A number of existing helicopter approach procedures have
missed approach paths which simply make a 180° climbing turn and returmn to
the initial holding fix. This is adequate if there is very little helicopter
IFR traffic, but would tend to reduce capacity and increase delays in busy
periods,as each aircraft blocks the entire approach path and the lovest
useable altitude at the holding fix, until the aircraft reaches a point where
it is assured of landing, or the pilot can cancel hie IFR clesrance.

Nearly all IFR helicopters are equipped with some form of area
pavigation (RNAV). There is a need to change the TERPS criteria, to give
credit for the added flexibility and accuracy of RNAV equipment. Such credit
is particularly needed in reducing the length and width of the missed
approach area. With RNAV the pilot knows his position continuously, sad
can apticipate the exact time vhen he will be over the MAP. Therefore he
can start his missed approach procedure the moment he reaches this point.

A4
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The pilot has three other advantages by being in a helicopter instead
of a fixed-wing aircraft: (1) he can arrest his descent without height

IE loss, instantly at decision height; (2) he can start his missed approach
~tj climbout without changing the aircraft configuration and without needing to
-

2 vait for engine spoolup; (3) he can start a turn immediately. All these
;§$ points should be given consideration in changing TERPS criteris for the

:j{ length of the missed approach path for an RRAV-gquipped helicopter.

e |

¢

- In addition, criteria regarding the width of the missed approach
Ll ares for such aircraft should be reconsidered in 1ight of the fact that
:;: wvith RNAV, there is no reason why navigational guidance along the missed
Y .

‘ij approach path should be any less accurate than guidance down the finsl

\'.-

B approach path.

o,

:{ Until the TERPS criteria are changed, however, the missed approach
AN

N area vill remain excessively large for this type of aircrafe.

- IFR Departures

o

:%@ The layout of stansard IFR helicopter departure routes usually

'l‘ wr

involves a compromise between a number of requirements, some of which may
be mutually conflicting. The following discussion is intended as a kind of
checklist for ATC plamners, to ensure that all important factors are given

> .

SOt

[

‘li; due consideration in arriving at an optimum configuration.

H'N

::: Fev helicopters need to start their takeoff from a runway. If the

hel vind velocity 1s over 5 kmots, the 1iftoff and initial climbout are made

ZEQE into the wind. Bowever the helicopter can turn in any direction as soon as
- it has reached an airspeed of about 40 knots.

g

'Eg From the standpoint of fuel economy the ideal departure procedure

;’ﬁ for any flight would be straight out on course. However, from the stand-

;- point of air traffic control it would be advantageous to keep the helicopter

j departure path as clear of fixed-wing paths as possible. Where this is

L impractical, any possible points of interference should be within ATC visual

‘,:!. or radar surveillance coverage.

_:._ Al6
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Rnvironnental considerations may make it desirable to keep the
departure path away from noise-sensitive aress, particularly when alterpate
routes are available. From the safety standpoint, flight paths obviously
sust have adequate clearance from obstructions.

Departure routes should be navigable by the pilot. With RNAV, a
high degree of flexibility is available, so departure routes nesd not be
confined to ILS localizer courses and VOR riduh. provided that the air-
craft will alvays be within VOR/DME coverage.

Because departures must be separated from arrivals, .1t may be
‘possible for helicopter departurs routes to ecoincide with belicopter
missed approach paths, in order to comserve airspace in highly congested
te-minal greas.

Enroute Control

Over the years, the ATC systez has developed into an exclusively
ground-based system, with all control decisions being made by contiollers in
terminal or enroute ATC facilities. The provision of separation between fixed-wing
aircraft operating under IFR has been designed and built around ths use of
surveillance radars. Navigation and approach aids, as well as the air/ground
communication system, are based on the use of the VHF and UEF bands, which have
the advantage of being relatively free of atmospheric noise, but which are
subject to line-of-sight cut-off characteristics.

The helicopter is a relatively low-altitude vehicle. Its specislized
uses will take it below.and beyond radar and communications coverage, not only
in offshore airspace but in domestic airspace as well, Por this resson the
use of procedural control will need to be applied, in geographical areas that
have long been subject only to the use of radar control proceduzes; local
training programs should re-emphasize familiarity with the use of time separation.

The characteristically slow speed of balicopters increases the relative
effect of the wind on ground speed and wind drift, as any given wind velocity
Ttepresents a greatar percentage of the airspeed of a helicopter, than the
airspeed of a jet transport.
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The short range and the high flexibility in the choice of landing
sites has increased the need for belicopters to be able to fly direct routes
betveen selected random waypoints, in order to operate efficiently. A signi-
ficant percentage of thess routes would de off the estadlishad airways.

Today's ATC system {s not well adapted for handling random route
traffic betveen off-airwvay wvaypoints, One problem has been the difficulty '
for controllers to visualize wvhere some of these points are if they are not
shown on the video map. However, it would not be dasirable to show all of
these points on the video map, as this would generate a very confusing problem
on the radar scope. What is needed is a method of calling up certain random
wvaypoints for display on the PTD and ARTS displays, on an as-needed basis.

The LOFF display described in Section 3 will have this capability,

These routes could be called up either automatically by flight-plan
input, or manually by reference to lat-long or VOR/DME coordinates. Imple-
mentation of this capability would enhance the capability of the AIC system
to control off-airwvay traffic; and in doing so would enhance significantly the
use of area navigation systems,.

The capability to control random-route traffic on a routine basis vill
determine vhether the full potential of IFR helicopter operstions can ever be
Tealized. This capabllity is also applicable to normal domestic IFR aircraft
in all categories. The more specific limitation is the human factor 1imit
to control only a small number of aircraft on conflicting courses at a

given time.
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HELICOPTER ASSOCIATION ¢ Ghunin, G?

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

November 25, 1980

Memorandum No. 5

i TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A, Gilbert
HAA Program Manager

1. Enclosed is a copy of some notes on 7110. 65B prepared by ATC
Study Working Group member Tirey Vickers,

2. These notes supplement the material on HSVFR (ref. para. 1140)
sent with my Memorandum No. 4.

3. This material should be useful to pilot members in conducting
their first cut review of 7110, 65B due December 15.

Z:md
cl.
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B NOTES ON FAA MANUAL 7110,653 TKV-=1l1l-25-80
if Page 11, Para, 42: Where an icing level exists below 10,000,
?E changes in its height or intensity could be most useful to
) helicopter pilots if included in hourly reports, when avail-
?i; able.(not just sigmets). )
;&
) ;F\
' Page 12-4, Para, 551 Drawing 1s ampiguous, Shouldn't alti-
ﬁg tudes in table 55 be in height above antenna’
o
* Page 13, Para, 59 b (3): It is hoped that someday we can
fi& prove that holding airspace templates for helicopters can be
e
s smaller.
b
s
iﬁ Page 19, Para 87 b:+ This appears to apply only to military:
)
&N it is suggested that inclusion of the word COPTER in civil
s
vl helicopter ident would be useful to controllers and to pilots
3 of other aircraft, in knowing what to look for, in mixed
o
:e_i traffic,
"
‘;j Page 21, Para 88: Ditto
5 ‘
.
e Page 42, Para 2371 1In offshores helicopter route structure
<:i using area navigation with laterally offset parallel routes,
T& _ it may be advantageous to put opposite-direction routes at
o, ,
s same altitude, and opposite-direction crossing routes at
,?4 next level.
2 .
o
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In offshore airspace, suggest using 500-foot vertical
separation between helicopter altitude levels, with all

helicopters using radio altimeter,

Nege  LohhRnial B kel

53
1Y

Tage U8, Para, 2731 Use of fixed distance separation
between all aircraft produces excessive time interval and
ver:’ lov route cavacity with low-speed helicopters. 10 ..

D.E sevaration appears generous under such conditions,

Page 53, Para. 294: Book needs to address appropriate
separation for aircraft using lLoran C (and somedzy other

ferrs of ) navigation,

Page 81, Para, 47631 liost helicopters do not need a'runway
for takeoff and shcould not be forced to line up with fixed-
winz aircraft on taxiway to wait for turn on runway. where
possitle, helicopters should be expedited by departing on a

heading wrich diverges from the stream of fixed-wing traffic,

Page 113, Para. 791: liaximun final approach interception
angles don't appear applicable to slow-speed helicopters if

approach sreeds are in the 60-80 KT range.

Page 125, Para 9221 "Rock your wings" doesn't seen appro-
priate to alrcraft without wings. "Rock your rotor" might
be better, "Show a landing light” might be better yet if

wmwet
helicopter ieAheaded in direction away from control tower,

A4




Page 128, Para. 962t If airport has no helipad, but STOL
runway is available, helicopters should be allowed to use
STCL runway without letter of agreement as chance of over-
shooting is zero, 1In any event there is no reason to keep
helicopters in same traffic stream with large aircraft using

the nain runway.

Paze 151, Para, 1l140: Entire HSVFR section is mixed up and
difficult to read, I have already expressed my thoughts on
this subject, in Report FAA RD 80-88 (copy sent to hAA ATC

Stucdy VWorking Group).

Page 213, Para 1710 a: Same comment as Page 48, Para. 273,

A42
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HELICOPTER ASSOCIATION ¢ Gfumin, O’%

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

November 26, 1980

Memorandum No, 6

TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A. Gilbert
HAA Program Manager

1. Enclosed are:
a) Notes of ATPAC VFR Operations Subcommittee (December
3 -7, 1979),
b) Comments by AOPA (March 19, 1980) subject: '"The
TRSA/Stage 111 Mess'',

2. Also enclosed is a letter dated November 11, 1980, from ATCA re a
seminar they are holding on December 9 and 10, dealing primarily
with TCA's, TRSA's and Stage II service.

3. If any members of the ATC Study Working Group can make this semi-
nar, please send in the registration form directly to ATCA. At this
time, I expect to be out of Washington on those dates.

4. In any event, I have advised both Gabe Hartl (ATCA Executive Dir-
ector) and seminar coordinator Don Francke of our program, and plan

to get together with them at an early date after the seminar to coordi-
nate our respective efforts,

A43
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Notes 0f ATP:C VIR Czerations fulccrmictae

o
2 December 3 through 7, 1979
! The ATPAC VIR Operations Subcomnitzee met in YWashirgten at
"
- FAA headquarters December 3 through Decembar 7. is assigned tv
[ .
B
. +he ATPAC Chairman, this subcommittee was chaired by Bob Warner

of AOPA. An attendance list for the maeting is attachedé to
these minutes. After introductory corments, the subcommnittee
discussed the purpose and scope of the meeting. It was decided
that all individuals present, whether ATPAC menbers or not, would
be permitted to provide input. It was hcped thit this dialogue
{to include the FAA) would facilitate the accomzlishment of the
subcommittee'’s goals.

FAA Administrator Bond, at the last ATPAC meesting "tossed
the ball back into the ATPAC court" to come up with sugcestions
on how a VFR pilot can get from point A to point B more e:pedi-
tiously, and in a safe manner. A number of members concurred,
however, that the scope of the VrR subcommitiee is a little
larger than ﬁhat task alone. The subcomnittee will look into
other problems which exist in confusion between pilo%ts arnd con-

trollers and confusion in the minds of either cf these ¢groups

concerning VFR operations and IFR operations, when in VMC. : .
After general discussions on the organization of this meeting,
it was decided to proceed first with discussions of airsnace

problems. An area of unnecessary procecdural reluncdancy surfzced

T areas an

'h

at the last ATPAC meeting concerninc ailrport traf

A4l
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¢iscontinued distributiorn of the "Green Denmon" chzrt to 311 air-

pcrts last summer in anticipation of the FAA distributing their

Wall Planning Chart, (2) TAA made a onetime distribution oI the

VFR and IFR WVall Planning Charts with a sugcestion to airmors
operators to subscribe on an annhual basis, and (3) the onetirme
distribution was based on the fact that all VR routes above 1500

feet AGL and all IR routes are currently publisihed on the low

altitude enroute charts. Current plans call for all VR and IR routes
to be published on sectional charts beginning in the sprinc. It wvas
suggested that GADO and FSDO evaluation people shcold check on tle

prescnce of military training route charts at both FSSs and TFBOs.

The discussion turned to special VFR procelures. Airline
pilot representatives indicated concern that as IFR aircraft,
they are being separzted from Special VFR aircraft piloted by
pilcts who do not understand the procedure. The problems as
related by controller representatives incluced (l) a concern for
how safe flight is beyond 5 miles away from the airport, and (2)
that oftentimes VIR pilots cannot be relied upon to follow &
specific route and/or altitude. This necessitates closing the
entire control zone to IFRs while the Special VIR is arriving or
departing.

Generzl aviation pilot representatives pointed out the impor-
tance of this procedure, particularly in the czse where the control

zone §s legaliy below VFR minimums due to a lccalized foc kanx cr

ceiling condition that necessitates Special VIR use. It was the
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ad - service to VFR aircraft. Since a recent change to the 9020
corp.i.er program, Center computers will process abbreviated VFR

flig..t plans, automatically producing flight progrecss strips st

appropriate sectors and adjacent Centers. Input of VFR flight plens
LN are made at the Ceﬁter controller's option. If a VFR flight plan

A has been entered properly, the flight progress strips can be trans-

mitted to automated terminal facilities (ARTS III and II) similar to

%g IFR flights. Terminal facilities with FDEP can also initiate this
?EE strip printing function. All automated terminal facilities have

- FDEP as do some nonautomated facilities. There are individusl prob-
:2; lem areas with the printout of flight progress strips. These
;EE usually occur between Centers and terminal facilities and, of course,
;: nonautomated terminal facilities would nct be provided with the

E& flight progress strips in any event. This it significant since many
;Eﬁ VFR aircraft desiring these services would be flying at lower alti-
h tudes and, therefore, transiting terminal facility airspace.
'ii The guestion was aksed as to whether it would be advantageous
gﬁf to both the pilot and the controller to have these strips printed.
' ? Some members of the subcommittee thought yes, from an administrative
;ﬁ: standpcint. Other members thought no, that it would actually cause
.:g a computer overload, slowing the computer processing and necessitat-
= ing the computer to drop lower pricority functions. It was the sub-
;ﬁ committee's impression that the system could not handle the manda-
EE; tory provision of VFR enroute advisories. Iliowever, it was believed
%f' that the system (controllers) could handle the tagging and tracking
;ﬁ of VFR enroute aircraft if work load permitted them to provide the
;gz advisories. The advantages of having strips provided for VFR air-
2 craft include having it assigned an IFR code from the National
125
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R Beacon Code Allocation Program and, thereforc, minimizing the need

to change these codes as it proceeds enroute and through terminal
facilities and automatic interface of thc data betwcen Centers and
ot automated terminal facilities. Disadvantages of this procedure arc
that the planes will be going through nonautomated terminal airspace
or in and out of radar coverage, and the continuation of automatic VFR
flight plan processing after radar service has been terminated. Sore
controller representatives felt that flexibility may actually be
decreased for controllers if strips had to be provided.

The question of conflict alert (CA) and minimun safe cltitude
warning ({S2al) secrvices to VFR aircraft was discussed., At enrcute
facilities, conflict alert is provided at half of the standard
vertical criteria to VFR aircraft that are Mode C equipped and being
tracked. Enroute minimum safe altitude warning systems (not yet
implemented) will automatically inhibit VFR aircraft being worked.
This service will not be automatically provided since many VFR air-

craft will be flying below the computer's stored minimum safe alti-

tudes. However, controllers will have the capability to activete
EMSAW for VFR aircraft by entering a separate message to the computer.
At terminal facilities, IMSAW is provided to VFR aircraft that are
Mcde C equipped, only upon request. Conflict alert service in both
the terminal ané enroute facjilities is provicded between IFR- and
VFR-tracked aircraft. This service is not provided to any VIR
untracked aircraft. Again, Mode C transponder is required for this
service.

The qguestion was asked as to whether controllers put altitude
information from VIR aircraft as reported by the pilot into the radar
data tag. After some discussion, it was determined that somc loceal
terminal facilities actually direct the controller to use this infor-
mation in the "scratch pad area," while othecr local directives
prohibit its use. Normally, Center controllers enter “"VIR" and rely
on the Mode C readout for altitude.
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recommendations to forward to ATPAC.concerning VIR operations,
there were signifcant efforts to define some of the VFR and Vv:C
problem areas within the system. Also accomplished was an
increased consciousness by ATPAC members of the problems of VIR
operators. Hopefully, subcommittee members will work towards a
better understanding of pilot perceptions when operating in VMC
with an eye towards bringing these perceptions in line with
reality of what the system actually is providing.

The chairman will distribute to all subcommittee members:
(1) minutes 0f the December 3 - 7 meeting, (2) copies of the
TCA/TRSA report from the NASA ASRS fourth guarterly report, (3)
copies of the Near-Midair Collision report of the ASRS tenth
guarterly report, (4) attendance list from the December meeting,
(5) an address list of the subcommittee members, (6) a cdraft of
the pilot survey discussed at the meeting, and (7) a dralt memo

to ATPAC with subcormmittee recommendations.

5; ‘ ‘ S :'
Chairman, ATPAC VFR g;eratzons Subozcmnittee
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b Memo to: ATPAC Members

Y

'“ From : Robert T. Warner

/ Subject: The TRSA/Stage I1I Mess

%

'ﬁ "References:

AIM (various paragraphs)

4 Handbook 7110.65B (various paragraphs)

K7 Minutes of ATPAC VFR Operations Subcommittee (December 1979)

7 Minutes of ATPAC 19 (Los Angeles)

[ Minutes of ATPAC 14 (R-14-8)

‘ NASA ASRS Fourth Quarterly Report

py Report of FAA/DoD Task Group on Terminal Radar Programs (1978-9)

N Report of FAA ATS Task Group on Stage III Service (Jan-Feb 1980)

f’ (not yet available)

.\ NASA ARS Draft Report on Near Midair Collisions (mid-1979)

K

# The plot is thickening. We (all of us) have a problem with

" TRSAs and Stage III. This transgresses any institutional "party

o lines."

- I'11 precede the background with a simple statement of the

L problem and a possible solution. No one--FAA, pilots or control-

lers--knows what is going on in TRSAs. Therefore, we should not
- be implementing them until we figure it out. (If the metal comes
5% together in one of the existing TRSAs, we will be discussing this
» in an NTSB hearing. No ATPAC member wants to be a party to that.)

Background

o This discussion cranked up after San Diego, when we discov-
o+ - ered the accident environment could have been a TRSA or TCA.

rﬂ Lin Odems gave us glimpses of what was discovered by the FAA/DoD
4 Task Group.

A3 a result of the FAA Notice 78-19 and the "Enhancement"”
program of more TCAs and TRSAs, NASA's ASRS data was tapped to

e, see whether more control is more safety. A NASA Draft Report

i said "No," in fact, just the opposite if you are talking terminal

by radar control/service.

W2
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Memo to ATPAC Members
March 19, 1980
Page 2

At ATPAC 14, the Committee told FAA this whole thing is
N confusing and recommended the number of stages of service be
reduced to less than 3.

At ATPAC 19, FAA reported this ATPAC recommendation has
been made a part of "an FAA review of the national terminal
X radar program - pending." Anyway, FAA had established a task
i group to investigate Stage I1II service, and specifically whether
it was supposed to be provided in the traffic pattern at the
primary airport.

. Meanwhile, the ATPAC VFR Ops Subcommittee had discussed

. d this subject for days. A subgroup of this subgroup was briefed
by the FAA task group in late February 1980. We were amazed

o and astounded.

Q% opinion of the Task Group's work is that the FAA went
out and talked to themselves apabout how to improve Stage 111
N service. The solution is a Band Aid fix of the symptom. The
= FAA never dug deep enough to find the cause of the problem.

They never asked the basic questions: what is Stage III; what
4 are they really providing; what do pilots think they are getting;
L what do they want; and what is needed?

Terminal radar programs, when you inclu’e visual separation,
N is the biggest problem in the system today. Future TRSAs should
5 not be implemented until Stage III service is sorted out.

Recommendation: ATPAC recommends to the Administrator that all
new TRSA implementation be halted until the™
guestions raised by ATPAC concerning services
provided and pilot unders“anding are answered.

2%

Robert T. Warner
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) 1 Association, Inc. Arss Code (700) 6225717

)

’ : November 11, 1980

f. Mr. Glen A. Gilbert

b, 2500 Virginia Avenue, N. W,

o Washington, D.C., 20037

‘ Dear Glen:

.

'1,‘: A two-day Seminar on Air Traffic Control In Terminal Area Operations will be held

Y at the Sheraton National Motor Hotel, Columbia Pike and Washington Boulevard,
Arlington, Virginia, on December 9 and 10, 1980. (See accompanying schedule.) This

j Seminar wil] be conducted by the Air Traffic Control Assoziation, Inc. (ATCA) in response
R

* to a contract from the Federal Aviation Administration, and is open to the public. There
- will be no admission charge or fees charged to sttund.

The Seminar objective is to fully consider and analyze the following ATC topics and
problem areas:

¥ ~  Use of Terminal Control Areas (TCAs)
> —  Stage 11 services within Terminal Radar Service Areas (TRSAs)
o —  Stage II services in air traffic control
The first day of the Seminar will consist of presentations by an ATCA panel from the
various aviation disciplines. The second day of the Seminar will consist of a question and

o snswer session and statements by the public. Public participation is invited and encouraged.
Y Individuals desiring to make a prepared statement are asked to forward the text of their
3-: statement no later than November 28, 1980, to facilitate scheduling on the second day of

the Seminar. Forward your statement to:

Air Traffic Control Association, Inc.

Pl el e
e i
ety e

2020 North 14th Street, Suite 410

: Aslington, Virginia 22201

1 If you are unable to provide a text of your statement prior to the meeting, please

3 advise ATCA if you intend to make a statement. In view of the anticipated public response,
K- the Seminar Chairman may have to limit public statements to a maximum time of 1§
- minutes each. Because of this limitation it is especially important that written statements
- be provided to be included into the record.

4,

, IT SHOULD BE NOTED THAT ALL PRESENTATIONS AND STATEMENTS MADE
"_:. AT THE SEMINAR WILL BE RECORDED VERBATIM AND BECOME PART OF ATCA'S
o FINAL REPORT TO THE FEDERAL AVIATION ADMINISTRATION.

3

AS5]

0 i* dedicated o progress in the science of air traftic control
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Page 2 o

JREGISTRATION. Registration for the conference will begin at 8:00 a.m. on December 9, “‘
1980, in the lobby of the Sheraton National Motor Hotel and continue through that day

until $:30 p.m. Advance registration for the Seminar should be accomplished by using the

registration card attached to this notice and retuming it to the Air Traffic Control

Association as soon as possible.

YTy

HOTEL RESERVATIONS. In view of the short notice, reservations for hotel rooms should i
be made directly with the Sheraton National Motor Hote] as soon as possible by telephone.

Telephone: (703) 521-1900. IDENTIFY YOURSELF AS ATTENDING THE ATCA T
SEMINAR WHEN MAKING HOTEL RESERVATIONS so that you will receive the special ‘
rates offered for the Seminar:

Single Room : $50.00 per day
Double Room :  $60.00 per day

Please contact Don Francke, Air Traffic Control Association, Inc., at the above address
(Telephone: (703) 522-5717) if you have any questions regarding the Seminar.

)

Gabrie] A. Hart
Executive Director

B L R T LR Rty T L L LT e e e e e o T O Ll bl LT TP PP PP

REGISTRATION FORM

AIR TRAFFIC CONTROL IN TERMINAL AREA OPERATIONS
ATCA SEMINAR
December 9-10, 1980

Name Titie/Rank

Company / Orgsnization

' Street Addrem

~

'ty

State o

{PLEASE PRINT INFORMATION/
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ATC SEMINAR—OPEN TO THE PUBLIC

AIR TRAFFIC CONTROL IN TERMINAL AREA OPERATIONS

o Use of Termins! Control Aress (TCAs)
e  Stage |1l Services within Terminal Radar Service Arsss (TRSAs)
o Stage [ Services in Air Traffic Control

Date : December §-10, 1980
Place : Sheraton National Motor Hots!, Arlington, Virginia

SCHEDULE OF EVENTS

TUESDAY, Decambaer 9, 1880

8:00 a.m. 8:30 p.m. Registration in hotel lobby
9:30a.m.- 10:00 a.m. introduction by Robert |. Gale, Chairman
10:00 a.m. - 10:45a.m.  William E. Brosdwater, FAA Retired (Former FAA
AAT=200 and AAT—400)
10:45a.m.- 11:00a.m. BREAK
11:00a.m.- 11:45a.m, Daniel €. Barrow, Asst. Chairman, Sperry UNIVAC
11:45a.m.- 1:00 p.m. LUNCH
1:00 p.m.- 1:45p.m. Robert L. McClure, Captain TWA
1:45p.m.- 2:30 p.m. James R. Banks, Air Force Communications Command
2:30p.m.- 3:00p.m. BREAK

3:00 p.m.- 3:45 p.m. Richard L. Collins, Sr. Editor, FLYING Magazine

3:45p.m.- 4:30 p.m.  Jack J. Eggspushier, Prasident, Traveling Avistion
Seminars; Prasident, NAF|

4:30p.m.- 5:15p.m. Robert |. Gale, President, R. |. Gale & Associates

WEDNESDAY, Decamber 10, 1880

9:00s.m.- 0:30am, Review/Summaty, Robert (. Gale, Chairman

9:30 a.m.- 11:30a.m.  Questions & Answers/Public Stataments
11:30am.- 1:00p.m. LUNCH

1:00p.m.- §:00p.m. Questions & Answers/Public Statements

8:00 p.m. Closs of the Seminar Open Sessions




U.S.Department of Transportation

Office of Public Affairs
Washington, D.C. 20590

FOR RELEASE THURSDAY FAA 57-80
October 23, 980 Contact: Gerald Lavey

Tel.: 202/426-852]

FAA SEEKS EVALUATION
OF AIRPORT SAFETY ZONES

Federal Aviation Administrator Langhorne Bond has announced
that an independent organization has been hired to measure the
benefits of airport safety zones established by FAA at busy

terminals to provide better protection against midair collisions.

The assessment will be done by the Air Traffic Control Asso-
ciation of Arlington, Va., under a $94,634 contract.

Called terminal control areas (TCA) and terminal radar
service areas (TRSA), the safety zones are essentially blocks
of airspace surrounding major airports where strict operating
and equipment regquirements apply or where special air traffic
services are available.

At the busiest terminal control area sites, such as New York
and Chicago, for example, pilots must have at least a private
pilot's license, must get an air traffic control clearance to enter
the TCA airspace and follow air traffic control directions once
ingide. In addition, aircraft must have certain navigation and
communications equipment, such as a two-way radio and carry an
altitude-reporting transponder which provides controllers with
direct radar readout of the identity and altitude of the aircraft
under their control.

In the case of terminal radir service areas, pilots operat-
ing under visual flight rules (VFR) and maintaining separation
from other aircraft on a "see and avoid” basis may get the same
essential air traffic control services as instrument flight rules
traffic once inside the terminal area. That is, air traffic con-
trol provides them radar separation from other participating
aircraft to keep them apart. Although pilot participation is
voluntary, more than 90 percent of VFR pilots make use of this
service.
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Currently, there are 22 TCAs and 135 TRSAs in the U.S.,
with another 31 locations being considered as candidate sites for
TCAs and 28 for TRSAs.

Bond said the FAA is in the process of developing definitive
guidelines for establishing TCAs and TRSAs and "an independent
assessment from a professional society dedicated to the science
of air traffic control will help us f£ind out whether we're on
the right track."

The contract with the Air Traffic Control Association calls
for the review of the current FAA procedures for establishing
and designing TCA and TRSA. The contractor also will analy:ze
existing TCA and TRSA locations in terms of safety and their
operational and economic effects on pilots and other users. 1In
particular, FAA wants to know whether the need for a TCA or
TRSA increases in direct proportion to the number of passengers
using a pasticular airport.

As part of its evaluation, the Air Traffic Control Associa-
tion will hold a five-day seminar later this fall. Part of the

proceedings will be open to the public. A report on the group's
findings will be delivered to FAA within four months.
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1156 15th St., N.W., éuitc 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

November 26, 1980

Memorandum No. 7

TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A. Gilbert
HAA Program Manager

1. Enclosed are copies of FAA proposed changes to FAAH 7110, 65B,

para. 796 and 1121b. (Any specific comments should be sent to me
by December 15),

2. These portions of 7110, 65B illustrate a general problem with
7110. 65B insofar as helicopters are concerned, and that is that the

term ''aircraft' is used when really the application is to fixed wing
CTOL's, or in other words ''airplanes''.

3. I believe that our ATC 7110. 65B study project must give very
serious consideration to this question. Once such a differentiation is

made, however, this begs the question of what should be said about
helicopters in a given context.

4. Please include this perspective in pilot members' initial cut inputs.

:md
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BACKGROUND:

The procedures in Eandbook 7110.65B-1121.b., require one of the
landing aircraft to be restricted from entering the intersection

of an intersecting ruovay upon vhichk another aircraft is landing.
Controllers Operations and Procedures Committee (COPCOM) has suggested
that the remaining portion of that runvay for wvhich .the restriction is
applied could be used to expedite traffic by crossing the restricted
portion vhile the landing sircraft is approaching, or even on, the
other unrestricted portion of the same runwvay.

PROPOSAL:

Allow aircraft to cross that portion of a runvay, restricted from use

by the landing aircraff, vhen applying the procedures contained in
Bandbook 7110.658-1121.b. or Order 7110.75A.

In the case illustrated belovw aircraft "c" could be cleared to cross
the approsch end of Runvay 27 because the srriving aircraft "B" landing
on Runvay 9 is restricted from eantering the intersection of Runvays
18/36 and 9/27 and, therefore, restricted from proceeding beyond

and onto that portion of the runway taxiing aircraft "C" will cross.

gr| Actt A just
landed R/ 18

/ Actt

land
hort

eared to
9 and holc
R/W 18/36

\\&gz

36

A57




) : : : 30;3
”
:é?j SUBJECT: Visual Apgroaches; Proposed Change to0 FAAH 7110.65B-796
o 1. BACKGROUD:
The advent of charted visual approaches, which are designed primarily
e t0 minimize caomunity noise hurdens, taks advantage of the pilot's
- abllity to provide his/her own course guidance to the runay through
o the use of visual cues. The handbook, as currently written, states
Wi that an aircraft not following ancther aircraft must have the airport
A - in sight befcre a visual apgroach clearance can be issued.
f:: While the successful execution of nost of today's charted visual approaches
IR Clearly require the airport to be in sight due to a lack of prominent
N gecgraphical features, there are same instances where prominent
~ gecgraphical features are available and, in fact, can provide the primary
" navigaticnal guidance to the nuway. Where those features (e.g., &
, river) are available, significant noise reduction benefits may be
xf,': realized since the use of those praminent geographical references
g would allow an aircraft to avoid noise sensitive areas a significant
t‘j}; distance from the airport. Occasionally, however, the point from

which the visual approach could begin under the proposed concept
would be beyond the distance which would allow a pilot to positively
o repcrt the airport in sight. Therefcre, the available options are
- (1) preclude this use of charted visual approaches when the airport
o cannct be positively reported as being in sight, thereby sacrificing
N the noise reducticn benefits, ar (2) permit them, provided the

o prauinent geographical reference providing visual navigational

) guidance to the runway has been reported as being in sight.

e It would seer logical and likely that if the pilot can sight and

e positively identify the prominent geographical reference asscciated

e with the charted visual approach at an early stage of the approach,

K the flight conditions are such that the airport will also be sighted
and identified at a later stage (and lover altitude) in ample time
t0 execute a successful landing., However, if that assunmption is

o judged to be inadequately positive, additicnal phraseclogy can be
N introduced which would instruct the pilot to repert the airport in
oy sight to the tower.
1 .J

‘ . Because the issue is strictly how an aircraft groceeds from a point
I along the visual approach path and does not alter the procedures for
5 separating that aircraft fram other aircraft, we are confident that
- there would be no camxomise in aviation safety due to this proposal.
S
o II. PROPOSAL:
= BaSTDEG PROPOSED

s 796. VISUAL APPROACHES 796. VISUAL APPROACHES

e % e o @ * o e e e

¢. Clearance for visual approach. ¢. Clearance for visual approach.

- A radar controlled sirera: may be cleared for change.

.-'_:Z- 6 visual approach provided: traffic eonflicts with o )

A3 otber aircraft have bamm resolved: the sireraft is

and can remain {n VFR eonditions; and et a
eootrolled airport, the tower is informed of
Nt aireraft’s position prior to , communications

SRR YO
.
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He EXISTING ; PROPOSED

K) S ———
R Tokatiew t=1f an sirersf s buing vectored for an instru- o

mant spprach and autmecpemly arport | change.)

;'é :?L%ymuw he or o

ol smuvﬁcmmnhmmf

* (1) sre not appicable, mnd & antroller’s anly cbligation

2 g :é‘mﬂ'mi&mmvum

§ ndﬁoumdmﬁu.,m:ﬁ::: (No change.)
' T twm 2~ARTS fmetions mwy be aeed

R the tower {f 3 Facility Dirnctiv. '.Q?ylaog to nforn

N specifies control and comemnications transfer ponts. Mo e.)

| T Relwenes.—Airport tafSc areas, 32 Arrival Ie

Informasion by Approssh Conwrol Facilities, 392.

X Q) An aireraf, oot following snother sireraft (No change.)
R on approach, reports sigiting the airport, or |
D

3 . (2) An aircraft
-. (N/A) for a being positioned '

. not following ancther aircraft,

q-_- reparts lig'ht.ing the Eouinent

3 Mraphiﬁ feature(s) which

- Fovides visual navigational |
o 2.1.dance required for the approacr,
ji: 2) Anuira:ﬁmusighﬁng:pne;dﬁs

" aircraft landing on the same runway, &n

: been instructed to flow it, or (No change.) (Rerumbered to (3).)

1900 Esampie.~"Canma Five Six November, follow
thchavyAmeﬂunmn.MfouVMAg
b proach to Runwsy One. Caution, wake turbulence.

o () An sircraft reports sighting & pre-
3 eeding sircra® making an approsch 0 8 -
e paralle] runway separated by less than 2,500 change.) (Remmber to (4).)

foet and all sircraft involved are imformed
o that spproaches are being conducted to the
P parallel runway (DO NOT PERMIT A
X HEAVY AIRCRAFT TO OVERTAKE
ANOTHER AIRCRAFT), or
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' (8) an :!iurcra.tt repcrts the alrport
(4) An sircraft reports the airport but ar the pruninent gecgraphical

not the preceding aireraRt in sight, provided feature(s) required for a
radar separation is maintained or both sir- mm visual approach hut not
eralt are sighted by the local controller and Freceding aircraft in sight,
visual separation is provided. In either case, Frovided radar separation is
wake turbulence separstion must be spplied maintained or both aircraft are
as appropriate, or :ghtld by the local ci::t:one:
T904/0 Aeterenss = Wake Turbulence, Chapter 6. separa grovided.

separaticn must be appliad as
(5) When using converging runways or appropriats, or
parallel ,runways separated by 2,500 feet or
more, one of the conditions in paragraph
798.2(1), (2), or (4) muit be present and all
aircraft involved are informed that other

arriving aireraft are using the other runway,
and (No change.) (Remunbered to (6).)

™D aw M) New-Whie conducting stmuban-

ecus visual approaches to parallel or converging run-

ways, or mua!'ma.ppmachmu g one runway and g:

sgument 8p es to the other, separation must change.
maintamed untd the aircraft conducting the visual o e.)
spproach has received and acknowledged for & visual

approach clearancs.

(6) USAF/USN NOT APPLICABLE.
When s charted visual approach procedure is
used, specify the published name of the pro-
cedure and the landing runway in the clear- (No change.) (Rerumbered to (7).)
ancs. .

® ® * ® £ * " ® & « ®

" 4. ADMINISTRATIVE INFTORMATION:

We would appreciated your consideration and candid caments on this proposal
and the arguement and opticns discussed in the BACKGROUND. If you have

any questions ar wish to discuss this topic, please contact Stephen M,
Alvania, AAT-320.2, (202) 426-8532.

(204 Hub

PAUL H. STRYBING ’
Acting Chief, T Opera and Prccedures Branch
AIC Operations and Procedures Division

Alr Traffic Service
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?5. 1156 15th St., N.W., Suite 610, Washington, D, C, 20005 (202) 466-2420 Telex 89615
s MEMORANDUM NO. 8
N
:ﬁ _ December 29, 1980
“ TO: HAA HELICOPTER ATC STUDY WORKING GROUP
1. FROM: Glen A. Gilbert
3 HAA Program Manager
",
e l. Enclosed for your information is a summary report pre-
o pared by Tirey Vickers on the TCA/TRSA seminar held on
- December 9 and 10, 1980
L~
k5 2. Please note especially the comments re ATC Handbook
‘ 7110.65B on page 7. Your comments or recommendations

. are invited.
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THE TCA/TRSA SEMINAR

Background

Beginning in 1970, the FAA established 21 Terminal Control
Areas (TCA's) to place certain constraints on VFR operaticns
in the vicinity of the busiest air carrier airports. These
TCA's covered all airports which enplaned 2,5% or more of
the nation's airline passengers. 1In 1978 the FAA lowered
the figure §n the TCA establishment criteria to 0.5% of the
nation's enplaned passengers., This covered 44 additional
terminal areas, When the proposal to establish these 44
TCA's was published as part of Notice of Proposed Rule hiaking
(NPRI:) 73-19, it stirred up a hornet's nest of protest, most-
ly from general aviation users. This resulted in 43,000
written comaents, 1600 Congressional letters to be answered,
and from 20 to 50 phone calls a day to FAA Headquarters, over
a 3-month period,

The FAA reconsidered the matter and withdrew 16 of the

proposed TCA's from further consideration., They also asked

TCA (The Air Traffic Contrcl Association) as an independent
organization, to determine the effectiveness of TCA's anc
Terminal Radar Service Areas (TRSA's), to evaluate their
current establishment criteria, and to recommend changes
where appropriate, ATCA assembled a study group of know-
ledgeable experts, under the direction of Don Francke as
Project lanager, Each member was asked to do his own re-
search and prepare a paper on his own views of the subject,
without reference to the other members of the group. These
papers were presented at a seminar "Alir Traffic Control

in Terminal Area Operations” which was held at the Sheraton/
National Hotel in Arlington, VA, on December 9 and 10, 1980,
About 80 persons, including & from Canada, attended this
meeting.

Panel Sessions

Chairman of the Seminar Robert I, Gale, President of
Robert 1. Gale and Associates, introduced the other members
of the study group:

Wiiiiam E, Broadwater, Former AAT-200 and AAT-400
Daniel E, Barrow, Sperry Univac

Capt. Robert L. McClure, TWA

James R. Banks, Air Force Communications Command
Richard L, Collins, Editor, PLYING MAGAZINE

Jack J. Eggcpuehler, President, NAFI
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All the panel members were pilots; those who had bdeen
controllers had a grand total of 150 years of ATC experience.

Mr. Broadwater discussed the history of regulatory air-
space actions and the rationale dbehind the estadblishment
criteris for TCA's,

Four of the speakers concurred in the idea that the con-
cept of basing the TCA criteria on the number of enplaned
passengers was meaningless; ATC separates aircraft, not
passengers, Mr, Gale suggested that the criteria be based
on traffic density and complexity. The density index would
incorporate total operations, instrument operations, and
traffic mix (the ratio of high performance to low perforum-
ance aircraft): complexity would involve the proximity of
other alirports, terrain, obatructions and other factors
which would tend to constrain the free flow of traffic.
This would require the study of candidate locations on a
site-by-8site basis dbefore any decision was made that a TCA
was warranted,
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The need to get user groups into the planning operation
early was recommended by several panel members; a large
percentage of the 43,000 written comments complained that
the FAA had presented the plans for proposed TCA'as, without
prior coordination with user groups or adequate considera-
tion of general aviation needs. Some of the other written
comments complained that the FAA personnel who attended the
pudblic hearings had no decision-making suthority,

Several panel members urged the simplification of the
rules and procedures, With 3 sets of requirements for
flight in TCA's, and 3 stages of radar service availabdle
in TCA's and TRSA's, many controllers as well as pilots
are confused; and such confusion can increase the hazard
of terminal area operations. One speaker reported that
there 1B one near misgs for every 56,000 operations, in the
existing TCA's.

The vast majority of near misses and actual mid-air
collisions in TCA's occur when one of the aircraft is not
communicating with, or is not seen by, ATC, Part of the
problem may be due to ignorance of the details, which are
published the AIM. Many pilote do not get the oppor-
tunity to read the AIM. Although there are over 800,000
pilots in the USA, only 23,000 copies of AIM are printed
and a large number of these go to government agencies,

A63
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R Another part of the problem is due to the very arbdbitrary
- and complex shape of the TCA's, Some, like the one at St.
[ Louis, are based on radii from the radar station. In this
b case, & pilot who wanted to circumnavigate the TCA could
5N have a difficult time in determining whether he was inside
- or outside the TCA and could intrude on it inadvertently.
. Several speakers recommended that TCA's be centered on a
o VOR/DIE facility so that pilots with VOR/DME equipment could
oo quickly determine their position in relation to the TCA doun=-
o daries,
AN
Bt
.2 Another problem is that instructors teach toward the FAA
. Pilot Examination Requirements, which include very little
woad material on ATC, or TCA or TRSA services, Several epeakers
ht recommended that pilot examinations be changed to require
2; more knowledge on coping with TCA's, and that the flight

o and ground school instructors need to be upgraded with the
[ proper knowledge,

There was considerable discussion as to the best way to
N make sure that presently certificated pilots got the word
) about TCA's and TRSA's. It was noted that Jeppesen fur-
X nishes a service which carries changes in the AIM, Two

5 panel members thought it would be a good idea for the FAA

2N to furnish an AIM subscription to each pilot, either free
or by covering the cost in a fee for the pilot's license,

s Others expressed doubt that some pilots would get around
Y. . to reading AIM even if they got it, or would remember it

&q when they needed the information, The biennial flight
P check was recommended as a good opportunity to see that cer-
ey tificated pilots eventually received the appropriate in-

) formation, Mr. Collins said the best place to put the
o necessary data would be to print it right on the chart

iteelf, This would put it at the pilot's fingertips at
a time when he had a need to know,

o Several panel members urged simplification of the var-
fous stages of radar service, ATC cannot guarantee sep-

[~ aration from VFR traffic, One speaker recommended that
b the VFR separation responsibility remain with the VFR

- pilot and that the ATC separation responsibility, as de-
ay scribed for Stage III, be deleted, Others thought that
s Stage II should also be dropped.

, :‘ l'

Another speaker characterized the 44-TCA program as
*procedural overkill" and said that the FAA had not given
military requirements enough consideration when setting up
NPRM 78-19, He said that many VFR pilots are not equipped,
or are intimidated by TCA's, and prefer to go around or
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under them, rather than going through the hassle of

trying to get a clearance through the TCA. As a rysult the
presence of the TCA tends to increase the VFR traffic den-
.1t¥ around the outside of the TCA envelope., If there is a
military field in this vicinity (such as Scott AFE, just
outside the St. Louis TCA) a situation is created in which
the VFR traffic gets into conflict with high-performance
military aircraft, Other speakers agreed that the increased
VFR traffic density just outside the TCA envelope, or through
low-altitude access tunnels under the TCA, can create a very
risky collision hazard, as attested to by numerous incident
reports,

Most TCA's extend up to 7000 or 8000 feet; most departing
et transports pop out of the top of the TCA 18 to 20 miles
rom takeoff. Airline pllote and operators want to see the

TCA's extended up to the floor of the positive controlled
area (PCA). This would require a radius of 42 NM if the
present wedding cake configuration was followed.

One speaker described the concept of upper corridors
connecting the top of the TCA with the floor of the PCA.
This would require less airspace than enlarging a circular
TCA to & radius of 42 NM (84 miles across),

He also described a corridor concept in which tha+
portion of the TCA below 5000 feet would be revplaced by
a PIADA (Protected Instrument Approach/Departure Area); this
would include a descent corridor with a slope of 300 ft,/
NM, and a climb corridor with a slope of 800 ft./Nl.

These corridors would be aligned with the extended
centerlines of the arrival and departure runways in use,
When the direction of arrivals and/or departures was
changed the corridors would be changed accordingly. This
concept would embody less cubic miles of airspace than the
typical TCA, but would tend to limit the vectoring flexi-
billity possible with jet traffic, If all arrival vector-
ing had to be accomplished before the alrcraft left 5000
AGL (in order to keep the arrival within protected air-
gpace) the final approach path would have to be at least
16 2/3 Nl long. The longer the final approach, the more
aircraft have to be on final approach simultaneously, in
order to keep the approach path full., This tends to make
the spacing less accurate, which in turn reduces the land-
ing rate.

Another possible problem with the PIADA would be the
complexity of charting it for each of the runways which
would be used, However, it was suggested that the concept

A6S




-
[ ]

_
Jla

A

A FAFLFLETIN, l\\}'A"; .

N .

s
¥
v/
14

D)

RN A

be tested thoroughly in simulation, to see whether practical
solutions could be found,

It was suggested that the FAA chart preferential VFR
routes which would stay clear of TCA's where possible., This
might require the addition or relocation of certain navaids,
although aircraft using RNAV probably could negotiate most
of these routes without changing any ground facilities,

One problem today is that many general aviation aircraft
do not have Mode A transponders; only a small percentage
have lode C (altitude encoding). Several of the panel mem-
bers pointed out that ATC surveillance of VFR traffic could
be facilitated tremendously if the entire general aviation
fleet had Mode A and C transponders, It was suggested that
the economic resistance to this improvement could dbe eased
if legislation were passed to allow an income tax credit to
be claimed for the purchase of such equipment, in a manner
similar to the tax credit presently granted for the purchase
of home insulation,

The need for reliever airports was pointed out by several
speakers, as & means of offloading some of the main terminal
airports and TCA's, 1t was emphasized that the reliever ports
must be instrumented with approach alds to handle IFR oper-
ations. The importance of adequate hangar facilities at
reliever airports was stressed, as an incentive for general
aviation owners to move away from the big terminal airports,

Audience Participation

The second day of the seminar was devoted to audience
participation: this included a question and answer session

plus an opportunity for members of the audience to make
statements for the record,

One of the conference attendees advocated a keep 'em
high program for jets and a keep 'em low program for piston-
powered aircraft, leading to a system in which traffic would
be segregated by speed class, in 3 altitude strata, with a
required minimum speed for each altitude stratum, He stress-
ed the need for one-way airways, and STOL (stud) runways,
He thought that the problem of unknown or non-communicating
aircraft in the TCA could bde reduced, by increasing the VFR
visibility requirements in TCA's to 5 miles,

Concensus:

Although no magic answers were apparent, a number of
points of agreement had been arrived at independently by
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the panel members., The main points are listed below: none
of then were challenged from the floor.

1. Pilots and controllers are confused by the overly
complex TCA/TRSA rules and procedures; simplification
v is desirable.

. 2. Pilots tend to relex their outside surveillance when
. they think they are under redar control.

3., Many primary radar targets are not seen by ATC at
critical times,

b Puiial e,
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4, The greatest proportion of near misses involves one
aircraft which is not known to, or not communicating
with ’ ATC,

dVany VFR pilots are intimidated by TCA's and try to
detour around or under them, This shifts the VFR
SN traffic load, sometimes causing greater risk to the
T traffic of adjacent airports.
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Pilots do not get enough instruction on how to cope
with the ATC system., Part of the problem is thrat
most pilots get no opportunity to study the Airmans
Information llanual, Since this information is cov-
ered only sparsely, if at all, on pilot certificate
examinations, many flight instructors are not fluent
on it, either. Upgrading of flight instructors is
necessary.
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7. There appears to be no relevance in continuing to
use the annual number of enplaned passengers as a
criterion for flagging & specific airport as a can-
didate for a TCA.

-y
il R S

~ 8. Each airport has a different traffic problem, with
[ -.- different demands, constraints, and limitations,
L which need to be evaluated in detail before the

- decision is made that a TCA is warranted.

~ 9. The FAA could use some improvement in its techniques
T for dealing with its users., In particular, users
should be brought into the planning of a TCA at an
early stage,

~7 10, Adequate reliever alrports, lighted and instrumented
‘ for night and IFR operation, would help to relieve
congestion at the major hub airports.
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Report

The ATCA Study Group is drawing up its draft report for
subnission to the FAA, After publication, (probably in the
epring of 198l1) single copies of the final report are expect-
ed to be available from:

Dave Anderson

AAT=10 Federal Aviation Administration
800 Independence Ave,, S.W,

Washington, DC 20590

Phones 202-426-3540

Application to ATC Handbook 7110,65B

The general tone of the meeting appeared to call for a
simplification of TCA rules and procedures, in particular
the elimination of Stage III radar service (12 N lateral
or 500 [t, vertical separation of VFR aircraft from other
VFR or IFR aircraft) within TCA's and TRSA's., Depending
on how the final recommendation is worked out and accepted
by the FAA, this could result in the deletion, or extensive
modéfication. of Paragraphs 1280 through 1287 of the ATC
Handbook.

There 15 a somewhat lesser possibility that Stage II
service may also be recommended for elimination. This
could call for the deletion or modification of Paragraphs
1250 through 1266 of the Handbook, Stage I has just been
renamed "Basic Radar Service",
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SN TCA REQUIRELENTS

b, from FAR 91.90

S

5

~ TCA GROUP

REQUIREMENT

" I (11 I1I

33 ° ° o Authorization from ATC prior to entry

;d () ° large jets operating to or from primary airport
L remain above designated floor of TCA

2 ° A/C holds at least a Private Pilot Certificate
- ol | o1 | el | VOR/TACAN receiver

N o ° o 2-way communication maintained with ATC

N e2| o2 | o3| Mode 3/A 4096-code transponder

2 3 | Mode C altitude encoder

;' Legend

e 1 Not required for helicopters

f * 2 Not required for helicopters operating under 1000 AGL
‘§ 3 Not required if 2-way comnunications is maintained
29 with ATC and pilot provides position, altitude, anc
. proposed flight path prior to entry

2

S

i * Requires letter of agreement with Tower per FAR91
A
A,
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1156 15¢th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

" November 3, 1980
. TO: MEMBERS HAA ATC SUBCOMMITTEE
P MEMBERS, HAA TERPS WORKING GROUP
- cc: JOSEPH MASHMAN, Chairman, HAA IFR Committee
_ MEMBERS, HAA IFR COMMITTEE
ROBERT A. RICHARDSON, HAA Executive Director
K/ PROM: GLEN A, GILBERT, Chairman, HAA ATC Subcommittee
' Chairman, HAA TERPS Working Group
P SUBJECT:COMBINED ATC/TERPS MEETING, JANUARY 20, 1981

1. This is an advance notice to advise you that there will be a com-
" bined ATC and TERPS meeting on Tuesday, January 20, 1981, in Anaheim,
5 CA. during the HAA 33rd Annual Meeting and Industry Exposition. The
- meeting will be held from 9:00 AM to 12:00 N in the Garden Room [ of the
Inn at the Park, (across parking lot from Convention Center).

2. The first portion of the meeting will review the then status of a
study now being commenced by the HAA for the FAA to modify (as appro-
priate) air traffic controller procedures (FAA Handbook 7110, 65B) for the
purpose of facilitating the handling of helicopter operations (IFR, HSVFR,
VFR) in the ATC system, This project also may lead to correspoiding
changes in the Airman's Information Manual (Basic Flight Information and
ATC Procedures,) Other ATC/helicopter matters also will be discussed
at the meeting.

3. In the second portion of the meeting, attendees will be briefed by
- FAA personnel on the then status of FAA's program for updating TERPS
criteria, which are expected to lead to extensive modifications in the United
States Standard for Terminal Instrument Procedures (TERPS), FAA Hand-
book 8260. 38, The future role of the HAA TERPS Working Group in this
program also will be discussed.

TO

4. At this time, I would like to update my roster of members for the
ATC Subcommittee and TERPS Working Group as well as ascertain an
approximate attendance list for the January 20 meeting. Therefore, I would
appreciate it if the enclosed questionnaire would be completed and sent to
me by December 1st.

S. Persons currently listed on either or both rosters who do not
respond will be dropped from the new rosters.
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Helicopter Assodation of America

1156 5th Street N'W Suite 610

Washington, DC. 20005
202-466-2420 Telex 89-615

The Promise...

Robert A Richardson, Executive Director
Stephen A. Schuldenfrei, Meeting Coordinator

HAA ATC/TERPS PROGRAM

9:00 am - 9:10 am

9:10 am - 9:40 am

9:40 am - 10:00 am

10:00 am - 10:15 am

10:15 am - 10:45 am

10:45 am - 11:15 am

11:15 am - 11:25 am

11:25 am - 11:30 am

=
Fulfilled

Room 7 - Anaheim Convention Center

Opening Remarks

FAA/HAA R&D Helicopter ATC
Procedures Study (FAA Handbook
7110.65B)

FAA Air Traffic Service
Procedures Activities

Open Discussion on Future Role of
HAA ATC Subcommittee

Study of Helicopter Performance
and Terminal Instrument
Procedures (FAA-RD-80-58)
Study of Heliport Airspace and
Real Estate Requirements
(FAA-RD-80-107)

FAA Program for Revision of
TERPS Manual (FAA Handbook
8260.3B)

Open Discussion on Future Role
of HAA TERPS Working Group

Closing Remarks -

ATl
33rd Annual Meeting and Industry Exposition « January 18-21,1961 ¢ Anahcim, CA

9:00 am - 11:30 am — Tuesday, January 20, 1981

Glen A. Gilbert

Chairman,

HAA ATC Subcommittee and
HAA TERPS Working Group

Raymond Hilton

Federal Aviation Administration,
Washington, DC

Glen A. Gilbert,

Members, HAA Study Group

Glenn Leister
Federal Aviation Administration,
Washington, DC

Glen Adams
Federal Aviation Administration,
Washington, DC

Roger Baker
Federal Aviation Administration,
Oklahoma City, OK

Glen A. Gilbert
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HELICOPTER ASSOCIATION o Gl Q%

1156 15th St., N.M., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

January 5, 1981

TO: ATTENDEES, HAA ATC/TERPS JOINT MEETING
January 20, 1981

FROM: Glen A. Gilbert, Chairman

REFERENCE: FAA-RD-80-107
Study of Heliport Airspace and
Real Estate Requirements

Study of Heliport Performance
and Terminal Instrument Procedures

FAA-RD-80-58

l. Enclosed herewith are comments on the referenced documents
prepared by Dick Stutz, Chairman of the HAA's Heliport/Air-
ways Action Group (HAAG).

2. These comments should be considered in the light of the
presentations at the joint ATC/TERPS meeting made by Glen
Adams, FAA Washington, and Paul Rogers, FAA Oklahoma City.

3. Inputs and comments from attendees are invited.




FAA-RD-80-107 Study of Heliport Airspace and Real Estate Requirements

%

i. 5.4 Real Estate Requirements

.3521 The basic philosophy for recommendations in this section of the

Zgéf study is that future heliport real estate requirements accommodate

‘; . 211 helicopters currently certificaged for IFR operation in the

!ggéz United States. Since ADAP grants are tied to meeting requirements

' fﬁz of the Heliport Design Guide, this would severely restrict the

~ development of suitably small heliports in metropolitan areas for

Ei' high performance helicopters in the future. An analogy in airport

;iéi development would be to require all airports receiving ADAP grants

= to accommodate all IFR certificated airplanes, such as Boeing 747.
1t 1s recommended that the helicopter performance requirements

Lﬁig for each heliport be documented, 2s the basis of approval for

%EEZ specific operations, such as climb angle required withir a certain

}}E: distance of the edge of the take-off area rather than having a

:étj single blanket requirement for all heliports, as recommended

E%ig in the report.

>

.5&5 5.5 Airspace Requirements

= The philosophy for recommendations here is to stay with the

ig; established minimum 20:1 IFR approach/departure/obstacle
E;SE clearance surfaces established many years ago for operational

helicopter of the 1960's. This will severely restrict the

development of new all weather metropolitan heliports by

requiring, for example, that no obstacle of more than 200 feet
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height be beneath the approaéh:or departure surface {f at around
Tevel for a distance of 4000 feet from the take-off area. Even
1f the real estate were available, it permits long slow
helicopter approaches and departures that could be unsatisfactory

from a noise abatement point of view.

It is recommended that approach/departure obstacie clearance slope
by up to at least as steep as for the present visual heliport, 8:1.
This will foster the development of new smaller metropolitan
heliports and high performance civil helicopters and provide orderly

transition from IFR to VFR operations.

Criteria for Curved Flight Paths

The recommended double-standard-rate-of-turn at 60 knots may not
be flexible enough for future operations. It is recommended that

ever. lover speeds be included.

GEMERAL COMMENTS

The overall philosophy of the study seems to be to improve the safety

of operations of existing helicopters from existing heliports. This

is in contrast to developing criteria for modern technology helicopter

operations in the metropolitan areas of the BO's and 90's, an original

goal of the FAA's Helicopter Operations Development Prograr.

1t {s recommended that the study be reuriented to develop heliport

criteria to foster the safe increase of the capacity of the national

airspace through modern technology all weather helicopter operations

- . -
...........

A4




3. -

recognizing the restraints on availability of airspace, real estate and

noise prevalent in the 80's and 90's time frame.

FAA-RD-80-58 Study of Helicopter Performance and Terminal Instrument Procedures

GENERAL COMMENTS

This is a good review of current instrument certificated helicopter

performance and TERPS criteria. However, as in the Study of Heliport

ARirspace and Real Estate Requirements the basic philosophy of increasing

the capacity of the national airspace through the development of new
helicopter IFR operations procedures is not really pursued. Special problems
for unique steep slow approaches for helicopters and V/STOL afrcraft are
discussed but much needed criteria and associated helicopter performance to
qualify for discrete helicopter approaches, departures and separation

standards are only briefly addressed.

1t is recommended that the study be expanded to include discrete helicopter
terminal procedures, including not only approach angles but also approach
speeds, obstacle clearance, holding patterns and separation standards that
will qualify the helicopter for discrete terminal airspace. This should
include approach/missed approach/departure angles of from 6 degrees at

60 knots to 12 degrees at 30 knots, which will assure at least £:1 obstacle
clearance planes at speeds 1/2 those of slowest airplanes. Such data

will provide both the designers of modern technology helicopters and those

who allocate real estate and airspace with valuahle guidance.
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HAI ATC SUBCOMMITTEE
MEMBERSHIP ROSTER
(2/20/81)

Mr. John Anderson
Digital Equipment Corp
Hangar #5

Hanscom Field
Bedford, MA 01730

Mr. Robert Chaves
Island Helicopter Corp
North Ave

Garden City, NY 11720

Mr. Thomas Chestnut
Digital Equipment
Bangar §

Hanscom Fieid
Bedford, MA 01730

Mr. Jack Childs

Allied Chemical Corp.
Morristown Municipal Airport
Morristown, NJ 07960

Mr. Larry K. Clark
Heliflight Systems
P.O. Box 128
Conroe, TX 77301

Mr. Francis J. Curnow
AirKaman, Inc.

Bradley International Alrport
Windsor Locks, CT 08096

Mr. James Cutropia
195 Broadway Corp
Morristown Municipal
Morristown, NJ 07960

Mr. Bruce Erion
Bell Helicopter Textron
$§2 Old Meadow Plain Rd

Sunsbury, CT 06070

Mr. Jay D. Fuller

NY State Div. of Aviation
Albany County Airport
Albany, NY 12211

Mr. Glen Gilbert

Glen Gilbert Associates
Suite 605-S

2500 Virginia Ave NW

Washington, DC 20037

Mr. Decker Goetz
Mack Trucks Inec.

Box M

Allentown, PA 18100

Mr. Richard F. Hodgkins
Heliport Consultant
Drawer 807

Hyannis, MA 02601

Mr. Charles E. Johnson
Evergreen Helicopters of Alaska
P.O. Box $00

Anchorage, AK 99510

..........

Mr. Tony Johnson
Houston Helicopters Inc
P.O. Box 830

Pearland, TX 77381

Mr. George Jones
Colgate Palmolive
Hangar 12

Newark Airport
Newark, NJ 07100

Mr. Joseph C Kettles
Petroleum Helicopters Inc.
3 Mimi Court

Northfield, NJ 08225

Mr. Arthur Liebowitz
Wheelabrator-Frye Inc
Hangar #841

Municipal Airport
Manchester, NH 03103

Mr. Roger Loomis

Warner Lambert

Morristown Municipal Airport
Morristown, NJ 07960

Mr. Roger Mitchell

International Coal Co.
119 W. Washington St.
Lewisburg, WV 24901

Mr. S. Duane Moore

Chief Helicopter Pilot

llinois Dept. of Transportaticn
Div. of Aeronautics

Capitol Airport

Springfield, IL. 62706




rs
[ N

& “6
PN . ‘ﬁ‘
?l"‘l.‘l Lll

. iz
RSN
a’aa e
»

ATC
p 2 of 2

Mr. John Meehan
1619 Cherry Blossom Lane
Point Pleasant, NJ 08742

Mr Peter Sweeney
Chief Pflot

RCA Flight Operations
Mercer County Airport
Trenton, NJ 08628

Mr. Wayne Patin

Air Logistics

P.O. Box 90879
Lafayette, LA 70505

Mr.-J. C. (Jon) Pellow
Helicopter Canada

185 George Craig Blvd N.E.
Calgary International Airport
Calgary, Alberta

T2E 7H3 Canada

Mr. Jack Powers

View Top Corporation
Hangar A

Westchester County Airport
White Plains, NY 10609

Mr. Donald W. Richardson
Systems Control Inc.

2328 So. Congress Ave

West Palm Beach, PL 33406

Mr. Bill R. Starnes
Pittston Co. Coal Group
Appalachian Helicopter
Pilots Assn ,
1394 Main Street
Lebanon, YA 24268

Mr. Michael E. Stephan
President

Appalschian Helicopter
Pilots Assn.

135 Norrington Drive
Pittsburgh, PA 15238

Mr. Richard G. Stutz
Sikorsky Aircraft
North Main Street
Stratford, CT 06602

Mr. Ray Syms
Ronson Aviation
11 West 16th St
Linden, NJ 07038

Mr. Tirey Vickers
Study Integration
1908 Wooded Court
Adelphis, MD 20783

Mr. Cralg Wheel
Atlantie Aviation

P.O. Box 15000
Wilmington, DE 19850

Mr. Charles Wolfe

NY State Div of Aviation

Albany County Airport
Albany, NY 12211

A77
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HELICOPTER ASSOCIATION /&me, G@

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

MEMORANDUM NO. 9 February 20, 1981

TO: HAA SPECIAL HELICOPTER ATC STUDY WORKING GROUP
HAA ATC SUBCOMMITTEE

CcC: Ray Hilton - FAA Technical Monitor

Glenn Leister - FAA ATS Liaison

FROM: Glen A. Gilbert, Program Manager,
HAA/FAA Helicopter ATC Study Project

1. The HAA review of the FAA's Air Traffic Procedures Handbook 7110.
65B has now reached the stage where inputs received from the HAA Special
Helicopter ATC Study Working Group have been incorporated into a first draft
report (as of 2/12/81), copy of which is forwarded herewith.

2. For those recipients of this Memo who may not be acquainted with
this project, last Fall the FAA requested the HAA to undertake a detailed study
of Manuul 7110, 65B (procedures for air traffic controllers) for the purpose
of recommending any changes considered necessary to facilitate helicopter
handling (IFR, VFR, special VFR) by controllers. As HAA program manager,
1 then set up a special HAA working group to assist in performing this task.
The enclosed document is based on inputs from this Working Group.

3, In reviewing the enclosed draft,] am asking members of the ATC Study
Working Group to give this draft their most careful attention and send me their
final inputs no later than March 16. Please include not only any cormunents
on the contents of the enclosure, but any cther items that members think have

" been miss2d and should be included.

4. As Chairman of the HAA ATC Su'ccmrnittee of the HAA's IFR Com-
raittee, 1 recently requested reccnfiriration of membership in this Subcommitiee.
On January ¢J, 1981, a special meetinz of the Subcommittee and the HAA's
TERZ=S Working Group (of which 1 alsc am chairmeir) was held at Anaheim
in conjunction wiin the IHAA's annral confercnce. At that time the attendees
were briefed on thc HAA ATC study, and I advise” that the Subcommitiee wouid
be brought into the final Téview stage of this project. Hence, I am addressing
this Memo to member- 5n the updated 427 'C Subcommittee roster (35) and will
appreciate any inputs thev :n1ay have (5ar.e as in paragraph 3 above), also no
later than March 16.

5. Utilizing inputs derived per parac 3 and 4 above, the first draft of
the HAA Final Report will be sent to the 7AA for review and comment. The
HAA Final Renort will then be turned over to the FAA by April 30.

6. Send all responses to ti.is Memo to:
Glen A. Gilbert
2500 Virginia Ave.,, N. W.
W shington, D.C. 20037 Tel: (202) 965-0765

7. Fullest cocperation by all will be greatly appreciated.




EXISTING . PROPOSED
Page 10
335. MINI'SUSA FUEL 35. (no change)

If an airzraft declares a state of “minimum

fuel,” inform any facility to whom control
jurisdiction is transferred of the minimum fuel
problem and be alert for any occurrence which
might delay the aircraft en route.
35. Note.—Use of the term “minimum fuel" indicates
recognition by s piot that his fuel supply has reached
‘a state where, upon reaching destination, he cannot
accept any undue delay. This is not an emergency
situation but merely an advisory that indicates an
emergency situation is possible should any undue
delay occur. A minimum fue! advisory does not imply
2 need for traffic priority. Common sense and good
judgment will determine the extent of assistance to be
given in minimum fuel situations. 1f, at any time, the
remaining usable fuel supply suggests the need for
traffic priority to ensure a safe landing, the pilot
should declare an emergency and report fuel remain-
ing in minutes.

Avoid issuing a frequency change
to single-piloted helicopters
while taxiing, hovering, or flying
near the ground. 1If in doubt,
qQuery the pilot as to his ability
to change frequency. In an emer-
gency or critical situation, relay
the necessary control instructions
until the pilot is able to change
frequency,

36. NOTE., Most single-piloted
helicopters require the use of
both hands and feet to maintain
control., Although control fric-
tion devices assist the pilot,
changing frequency could result
in loss of centrol.

35-39. RESERVED <@~ 37-39. RESERVED (Renumbered)

("36. HELICOPTER FREQUENCY CHANGE

(insert)

RATIONALE: There is a need to alert
controllers to the potential hazard
involved when a single piloted heli-
copter is requested to change radio
frequency when operating near the
ground,

..................
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EXISTING | PROPOSED

Page 21
87.a., AIRCRAFT IDENTIFICATION

@) Type only, if no confusion or mis-
identification is likely.

d. Air Carrier:
(1) Manufacturer's name or model.

(2) Add company name or other identi-
fying features when confusion or misidentifi-
cation is likely.

t3n. Exsmites.— (Correction)

“Lockhead ten-eleven.” “American seven-oh- s4="LoCkheed ten-eleven"....
seven.” “United seven thirty-seven.”

835. Nete.—TERMINAL: Pilots of ‘interchang?’ air-
craft are expected to inform the tower on first radio
contact the name of the operating company and trip
numkter, followed by the compzny name as displayed
on the aircraft, and aircraft type.

¢. Genera! Aviation and Air Taxi:

(1) Manulacturer's model, name or des-
ignator.

(2) Add color _.when considered advan.

tageous. «—— (3) Add HELICOPTER when consic-

Bte. Erxoiies— ered advantageous,
“Tri-Pacer.” "PA taialytno”
Cezsna throe ten” “Groen Apache. “Yellow Mughes helicopter”
d. When iscuing trafiic information to air-

craft cleared for a visua! approach, specify

the word '‘heavy’ when you know the traffic

is a heavy aircraft.

(Inserts)

80.¢, Ezxam;'ys~

*Heavy C one forty-one.”

89-£9. FRCSERVED

RATIONA;E: liost helicopters make relatively
small visual targets, especially when seen
from front or rear. Using a descriptive

term would give other pilots a useful clue
as to what to look for.
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EXISTING

Section 16. SPECIAL VFR

470. AUTHORIZATION

Except where prohibited by FAR 93.113, you
may authorize Special VFR operations in
weather conditions less than basic VFR minima
only as follows:

a. Within control zones.

b. When requested by the pilot.

¢. On the basis of weather conditi-.ns rcported
at the airport of intended landing/dcparture, or
a70.c. Reteronce.~Climb to VFR, 472; Ground Visibili-
ty Below One Mile, 477.

d. When weather conditions are not rcported
at the airport of intended landing, and the pilot
advises he is unable to maintain VFR and re-
quests Special VFR.

Phrascology:
CLEARED TO ENTER/OUT OF/THROUGH CON-
TROL ZONE

and, if required
(direction) OF (airport name) AIRPORT (stpecified
routing)

and
MAINTAIN SPECIAL V-F-R CONDITIONS WHILE
IN CONTROL ZONE.

471. LOCAL OPERATIONS

Authorize local Special VFR operations for a
specified period (series of landings and takeoffs,
etc.) upon request, if the aircraft can be recalled
when traffic or weather conditions
require. Where warranted, Letters of Agree-
ment may be consummated.

Phraseology:

LOCAL SPECIAL V-F.-R OPERATIONS IN THE
IMMEDIATE VICINITY OF (airport name) AIR-
PORT ARE AUTHORIZED UNTIL (time). MAIN-
TAIN SPECIAL V-F-R CONDITIONS.

471, Rsterence.~7210.3—431, Appropriate Subjects.

472, CLINB TO VFR

Authorize an sircraft to climb to VFR upon
request if the only weather limitation is re-
stricted visibility.

Phraseology: .

CLIMB TO V-F-R WITHIN THE CONTROL ZONE/
WITHIN (a specified distance withir control zone)
MILES FROM (airport name) AIRI ORT, MAIN-

TAIN SPECIAL V-F-R CONDITIONS UNTIL
REACHING V-F-R.
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- SECTION 16. FIXED-WING SPECIAL
YFR__(FVI/SVFR

470. AUTHORIZATION

Except where prohibited by FAR
93.113, you may authorize Special
VFR operations for fixed-wing
aircraft in weather conditions

less than basic VFR minima only
as follows:

a. Within control zones.

b. When requested by the pilot.

c. On the basis of weather conditions reported
at the airport of intended landing/departure, or
470.c. Reference.—Climb to VFR, 472; Ground V'isibili-
ty Below One Mile, 477.

d. When weather conditions are not reported
at the airport of intended landing, and the pilot
advises he is unable to maintain VFR and re-
quests Special VFR.

Phraseology:
CLEARED TO ENTER/QUT OF/THROUGH CON-
TROL ZONE

and, {f required
(dircction) OF (airport name) AIRPORT (specified
routing)

and

MAINTAIN SPECIAL V-F-R CONDITIONS WHILE
IN CONTROL ZONE.

471, LOCAL OFERATIONS

Authorize local Special VKR
operations for fixed-wing air-
craft during a specified period
(series of landings and takeoffs,
etc.,) upon request, if the air-
craft can be recalled when traf-
fic or weather conditions re-
quire, Where warranted, Letters
of Agreement may be consumriated.

Phraseology:

LOCAL SPECIAL V-F-R OPERATIONS IN THE
IMMEDIATE VICINITY OF (airport name) AIR.
PORT ARE AUTHORIZED UNTIL (time). MAIN-
TAIN SPECIAL V-F-R CONDITIONS.

471, Aeference.—7210.3—-43], Appropriate Subjects.

L72. CLIIS TO VFR

Authorize a fixed-wing aircraft
to climb to VFR upon

request if the only weather limitation is re.

stricted visibility,

Phraseology:

CLIMB TO V-F-R WITHIN THE CONTROL 20NEY

WITHIN (8 specified distance within control zone)

MILES FROM (airport name) AIRPORT, MAIN-

TAIN SPECIAL V-F.R CONDITIONS UNTIL
REACHING V-F-R.
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EXISTING

473. SEPARATION

Apply approved separation between:
a. Special VFR aircraft.

b. Special VFR aircraft and IFR sircraft.

4r3. Mete.~Approved separation is that prescribed
for IFR and Special VFR in 10 and 474 Radar
vectors are authorized as prescribed in 60. (See

paragraph L.h.)

474. ALTITUDE ASSIGNMENT
Do not assign a fixed altitude —hen apply-

* ing vertical separation, but clear the Special
" VFR aircraft at or below an altitude which is

at least 500 feet below any conflicting IFR
traffic but not below the minimum safe alti-
tude prescribed in FAR 91.79.

474, Notw 1.~ Special VFR aircraft are not assigned
fixed altitudes because of the clearance from clouds
Prequirement.

ara. Note 2~The minimum safe altitudes are (1)
over congested areas, an altitude at least 1000 feet
above the highest obstacle, and (2) over other than
congested areas, an altitude at least 500 feet above
the surface.

Phraseology:

MAINTAIN SPECIAL V-F-R CONDITIONS AT OR
BELOW (altitude).

475. SPECIAL VFR HELICOPTER SEPARATION

Control a Special VFR helicopter by Special
VFR procedures unless other procedures are
contained in a Letter of Agreement.
4rs. New.=Control of IFR helicopters is governed
by nonradar or radar procedures and minima.
47s. meteronce. ~TERMINAL: Special VFR Heli-
enpter Separation, Chap. 5, Sec. 14.

d

478. PRIORITY

s. FW/S\VFR flights may be approved only
if arriving and departing IFR aircraft are not
delayed.

478s. Easmple 1.—A FW/SVER aircraft Bas been
tiearcd 10 cnter the control zone and subsequertly an
IFR sircraft is reacy to depart or is in position to
begin an approach. Less overall de'ay might sccrue
W the IFR sircraft if the FW/SVFR aireraft is
allowed to pruceed to the airport and land, rather
than luave the ccntrol zone or be repusitioned to
provide 1FR priority.

PROPOSED

473. SEPARATION

Apply approved separation between:
a. Special VFR aircraft.

b. Special VFR aircraft and IFR aircraft.
473, Note.—Approved separation is that prescribed
for JFR and Special VFR in 10 and 7¢. Radar
vectors are authorized as prescribed in 80, (Sce
paregraph 1h)

474. ALTITUDE ASSIGNMENT

Do not assign a fixed altitude when apply-
ing verlical sepzration, but clear the PW/VFR
VFR tircraft at or below an altitude which is
at least 500 feet below any conflicting IFR
traffic but not below the minimum safe alti-
tude prescribed in FAR 91.79.

Phrascolugy:

MAINTAIN SPECIAL V.F-R CONDITIONS AT OR
BELOW (altitude).

414, Note 1.—Special VFR aircraft are not assigned
fixed altitudes because of the clearance from clouds
requirement.

474, Note 2—~The minimum safe altitudes are (1)
over congested areas, an altitude at least 1,000 feet
2love the highest obstacle, and (2) over ether than
congested zreas, an altitude at least 500 feet ::Sove
the surface,

Delete (goes in HSVFR

section)

475, PRIORITY

a, FVW/SVFR flights may be
approved only if arriving and

departing IFR aircraft are not
delayed.

475.a. Example 1.-A FY/SVFR air-
craft has been cleared to enter
the control zone and subsequently
an IFR aircraft is ready to de-
part or is in position to

begin an approach. Less overall delay might acerve

to the IFR aircraft if the FW/SVFR aircraft is
allowed 1o proceed to the 2irpor: and land, rather

than leave the conirol zone or be repositivned to
provide IFR priority.
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EXISTING

476s. Eaamp'e 2.~ A F\WI/SVFR aircraft is number one
for takeoff and located in such a position that the
number two aireraft, an JFR flizht, eannot taxi past
to gain access to the runway. Less overall delay
might accrue to the IFR aircraft by relezsing the
FWISVFR depurture rather than by having the air-
craft taxi down the runway to a turnoff point so that
the IFR aircraft could be relezsed first

4762, Note.~The priority afforded 1FR aircraft over
FW/SVFR aircraft is not intended to be so rigidly
applicd that it cauees grossly inefficient use of air-
space. U bLetier overall efiiciency will be pained
th.reby, the controller has the prerogative of 2llowing
cumplition of the FW/.SVER operation already in
progress whoen an IFR aircraft becomes a factor.

b. When clcarance cannot be granted for a
FW/SVFR flight because of IFR traffic, in-
form the 2ircraft of the anticipated delay. Do
not issue EAC, EFC, or expected departure
time.

Phraseology:

EXPECT (number) MINUTES DELAY, (additional
insLructions as necessary).

477. GROUND VISIBILITY BELOW ONE MILE

When the ground visibility is officially re-
ported at an airport as less than 1 mile, treat
requests for Special VFR operations at that
airport by other than helicopters as follows:

- PROPOSED

475.a. Example 2.— A FW/SVFR aircraft is tnunlcr one

for takeoff and lecatid in such a position that the
number two aircraft, an IFIt flight, cannot taxi past
to guin decess to the runway. Loss overall delay
might sccrue W the IFR aircraft by relcasing the
FWISVFR dcparture rather than by having the air-
craft Lixi down the runway to a turnfT jwint so that

the IFR aircraft could be relcased first. )

475,8, Note.~The priority afforded IFR aircraft over

FWISVFR aircraft is not intended o Le so rigily
applicd that it causes grossly incfficient use of air
space, If Letter overall efficiency will be gained
thereby, the controller has the prerogative of alluwing
completion of the FW/SVFR operation alrcady in
progrees when an I1FR aircraft becomes a factor.

b. When clecarance cannot be granted for a
FWI/SVFR fiight because of IFR traffic, in-
form the aircraft of the anticipated delay. Do
not issue EAC, EFC, or expected departure
time, '

Phraseology:

EXPECT (number) MINUTES DELAY, (.dditional
instructions as necessary).

476, GROUND VISISILITY SELOW
ONE JIILE

When the ground visibility is
officially reported at an air~
port as less than 1 mile, treat
requests for FV/SVFR operations
at that airport as followsy

4r7. Nowe.—Far 91 does not prohibit helicopter
Sp=cial VFR flights when visibility is less than 1 Delete (goes in HSVFR section)

-
re
Lue.

8. Inform departing aircraft that ground
visibility is Jess than 1 mile and that a clear-
ance cznnot be issued.

b. Inform arriving aircraft, operating out-
cije of the ccntrol zone, that ground visibility
is iess than 1 mile and that, unless an emer-
gency exists, a clearance cannot be issued.

c. Inflorm arriving sircraft, operating with.
in the control zone, that ground visibility is
lers than 1 mile, and 2<k if the aircrafi can
cepart the control zone with a flight isibility
of at least 1 mile. If the reply is “'yes,” issue
a clearance out of control zone. If the reply

s. Inform departing aircraft that greund
visibility is less than 1 mile and that a clear-
ance cannot be issued.

b. Inform arriving aircraft, cperating out-
side of the control zore, thzt ground visibility
is less than 1 mile and ihat, unless an emer-
gency exists, a clearence cannot be itsued.

¢. Irform arriving aircraft, operating with-
in the contrci zone, that ground visioility is
less than 1 mile, and ask if the aircraft can
depart the conirol zone with a flight vicibility
of at least 1 mile. If the reply is “ves,” jssue
a clearance out of coutrol zone. If ihe reply
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is “no,” or an emergency exists, issue a clear
ance as soon as traffic conditions permit.

d Authorize scheduled air carrier aircraft
in the United States to conduct operations if
ground visibility is not less than ¥ statute
mile.
4r4 Nete.~FAR 121 permits landing or take-off
by domestic scheduled air carriers where a local
surface restriction to visibility is not less than %
statute mnile, provided all turns after takeoff or
before landing and all flights beyond 1 statute mile
from the airport boundary can be accomplished
above or gutside the area 30 restricted. The pilot is
solely responsible for determining if the nature of
the visibility restriction will permit compliance with
the provisions of FAR 121.

o. Clear an aircraft to fly through the con-
trol zone if he reports flight visibility is' at
Jeast 1 statute mile.

478. FLIGHT VISIBILITY BELOW ONE MILE

When weather conditions are not officially

reported at an airport and the pilot sdvises
the flight visibility is less than 1 statute mile,
treat requests for Special VFR operations at
that airport by other than helicopters as fol-
Jows:
478 Note.—FAR 91 prescribes use of officially re-
ported ground visibility at sirports where it is pro-
vided, 'and landing or take-off "'flight visiility” where
it is not, as the governing ground visibility for basic
and Special VFR operations.

s. Inform departing aircraft that a clear-
ance cannot be issued.

b. Inform arriving aircraft operating out-
side of the control zone that a clearance can-
not be issued unless an emergency exists.

e Ask an arriving aircraft operating within
a control gone if he can depart ‘the control
gone with s flight visibility of at least 1 statute
mile. If the aircraft cannot depart the con-
trol zone accordingly, or an emergency exists,
fssue & clearance as soon as traffic conditions
permit.

479. RESERVED

mev'v =

PROPOSED

s no,” or an emergency exists, fssue a clear-
ance as soon as traffic conditions permit.

d. Authorize scheduled air carrier aircraft
in the United States to conduct operations if
ground visibility is not less ¥ statute
mile. :

476.d. nets.=FAR 121 permits landing or takect

by domestic scheduled air carriers whers 8 Jocal
surface restriction to visibility is not less than
statute mile, provided all turns after takeof or
before lsnding and all flights beyond 1 statute mile
from the airport ean be sccomplished
above or outside the area 30 restricted. The pilot is
solely responsible for determining if the nature of
the visibility restriction will permit compliance with
the provisions of FAR 121.

o. Clear an aircraft to fly through the con-
trol zone if he reports flight visibiiity is at
least 1 statute mile.

477, FLIGHT VISIBILITY BELOW
ONE RMILE

When weather conditions are nct
officially reported at an air-

port and the pilot advises the

flight visipility is less than

1l statute mile, treat requests

for FV//SVFR operations at thax

airport as followss

477. werw.~FAR 91 prescribes use of officially re-

ported ground visibillity at airports where it is pro-
vided, and landing or take-off “flight visbility” where
it is not, as the governing ground visibility for basic
and Special VFR operations.

a. Inform departing sircraft that a clear-
ance cannot be issued.

b. Inform arriving aireraft operating out-
side of the control zone that a clearance can-
not be issued unless an emergency exists.

e Ask an arriving aircraft operating within
a control zone if he can depart ‘the control
gone with a flight visibility of at Jeast 1 statute
mile. If the aircraft cannot depart the con
trol zone accordingly, or an emergency exists,
fssue a clearance as soon as traffic conditions
permit.
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EXISTING

470. AUTHORIZATION

Except where prohibited by FAR 93.118, you
may authorize Special VFR operations in
weather conditions less than basic VFR minima
only as follows:

a. Within contro! zones.

b. When requested by the pilot.

¢. On the basis of weather conditions reported
at the airport of intended landing/departure, or
a70.c. Retersnce.—Climb to VFR, 472; Ground Visibili-
ty Below One Mile, 477, :

d. When weather conditions are not reported
at the airport of intended landing, and the pilot
advises he is unable to maintain VFR mg re-
quests Special VFR.

Phraseology:
CLEARED TO ENTER/QUT OF/THROUGH CON-
TROL ZONE .

and, if required
(direction) OF (airport name) AIRPORT (specified
routing) :

and
MAINTAIN SPECIAL V-F-R CONDITIONS WHILE
IN CONTROL ZONE.

a77. Nete.~Far 91 does not prohibit helicopter
Special VFR flights when visibiity is less than 1
mie.

A85

Sk et  aek - o ae

PROPOSED

SECTION 18.
HELICOPTER SPECIAL VFR (HSVFR)
482, AUTHORIZATION

You may authorize hellcopter
Special VFR (HSVFR) operations
in weather conditions less than
basic VFR minima only as follows:

a, Within control zones.
b. When requested by the pilot.

‘c, On the basis of weather con-
ditions reported at the airport
of intended landing/departure,
or

482,c., Reference.-Climb to VFR,

483,

d, When weather conditions are
not reported at the airport of
intended landing, and the pilot
advises he is unable to maintain
VFR and requests HSVFR,

Phraseology:

CLEARED TO ENTER/OUT OF/THROUGH
CONTROL ZONE

and, if required

(direction) OF (airport nane)
AIRPORT (specified routing)

and

MAINTAIN HELICOPTER SPECIAL
V-F~-R CONDITIONS WHILE IN CON-
TROL ZONE,

482,d, NOTE 1.-FAR 91 does not
prohibit HSVFR flights when
visibility is less than one
miles HSVFR operations require
that the visibility be high
enough to enable the pilot, by
visual reference to the surface,
to follow a desired track, and
to identify reporting and hold-
ing fixes,
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472. CLIMB TO VFR

Authorize an aircraft to climb to VFR upon
request if the only weather limitation is re-
stricted visibility.

Phraseology:

CLIMB TO V-F-R WITHIN THE CONTROL ZONE/
WITHIN (a specified distance within control zone)
MILES FROM (airport name) AIRPORT, MAIN.
TAIN SPECIAL V-F-R CONDITIONS UNTIL
REACHING V-F-R.

2-12-81

PROPOSED

clearances authorize flight
only within control zones, &
Pilot also may elect to operate
HSVFR outside of the control
zone,

L83, CLII= TO VFR

Authorize a helicopter to climd
to VFR upon request if the only
weather limitation is restrictec
visibility.

Phraseology:

CLIl3 TO V-F-R WITAIN TEZ CON-
TROL ZO0HE/WITHIN (a specified
distance within control zone)
I:ZJLES FRO.LI Sairport namne) AIR-
PORT, LAINTAIN SPECIAL V-F-R
CONDITIONLS URTIL REACHING V-F-~R.
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473. SEPARATION .
Apply approved scparation hetween:
a. Special VFR aircraft.

b. Special VFR aircraft and 1FR aircraft.
473 Note.~Approved scparation is that prescribed
for IFR and Spncial VFR in 1t0 and 47¢. Radar
veelors are authorized as prescribed in 630, (See
jaragraph 1.h)

476. PRIORITY

a. FW/SVFR flights may be approved only
if arriving and departing IFR aircraft are not
delayed.

4788, Example 1.~A FW/SVFR aircraft has been
c.ezred to enter the contro! zone and subsequently an
IFR aircraft is ready to depart or is in pocition to
beiin an approach. Less overall delay might accrue
to the IFR aircraft if the FW/SVFR aircraft is
allowed to priceed to the airport and land, rather
than lcave the contro! zone or be repositioned to
provide IFR priority.

S A N A B Al B e g Al e A8 e bl el "R

PROPOSED

L84, ALTITUDE ASSIGNMENT

Do not assign a fixed altitude
when a2prlying vertical separation,
but clear the HSVFR aircraft at
or below an altitude which is at
least 500 feet below amy conflict-
ing IFR altitude,

Phraseology:

MAINTAIN SPECIAL VFR CONDITIONS
AT OR BELOW (altitude)

L85, PRIORITY

a, HSVFR flights may be approved
only if arriving and departing
IFR aircraft are not delayed,

485,a, Example 1,-A HSVFR air-
craft has been cleared to enter
the control zone and subsequently
an IFR aircraft is ready to de-
part or is in position to begin
an approach. Less overall delay
might accrue to the IFR aircraft
if the HSVFR aircraft is allowed
tn proceed to the airport and
land, rather than leave the con-
trol zone or be repositioned to
provide IFR priority.

RATIONALE: The rationale for the proposed para-
graphs 470 through 487 is the need for splitting
the rresent Special VFR section into separate

sections covering fixed-win
and helicopter special VFR

special VFR (F\/SVFR)
SVFR) procedures, in

an effort to clarify their application by controllers.
Paragraph LB87 was modified slightly to cover the
separation of HSVFR from IFR helicopter traffic

(not previously covered).
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EXISTING
Page 151

1140. APPLICATION

Control a special VFR helicopter by visua!
separation or special VFR procedures unless
local procedures are contained in a Letter of
Agreement.

1142 Note —Control of IFR helicopters is governed
by [FR or radar procedures and minima.

1141. LOCAL PROCEDURES

At locations where the volume or complex-
ity of helicopter operations warrants, a Lett. r
of Agreement shall specify that special VFR
helicopters are required to mu atain visual
reference to the surface and the traffic pat.
terns, routes and reporting or holding fixes
necessary to achieve separation, in accordance
with the following minima:

8. Between special VFR helicopters—1 milc.
You may, however, use 200 feet U they are de-
parting simultaneously on diverging courses
and you can determine this minimum by ref-
erence to the surface markings or you instruct
one to remain at least 209 jee! from the other,

11418 Hiystration

11418 Nlgstighion 2

A88

2-12-81

PRCPOSED

W)

485, APPLICATION

Control a special VFR helicopter by wvisual
separation or special VFR procedures unless
local procedures are contained in a Letter of
Agreement.

485, Note.=Control of IFR helicopters is governed
by IFR or radar procedures and minima.

LB7.' LOCAL PROCEDURES

At locations where the volume or complex-
ity of helicopter operations warrants, a Letter
of Agreement shuall specify that special VFR
helicopters are required to maintain visual
reference to the surface and the traffic pat-
terns, routes and reporting or holding fixes
neccssary to achicve separation, in accordance
with the following minima:

». Between special VER helicopters—1 mile.
You may, however, use 200 feet if they are de-
parting simultaneous!y on diverging courses
and you can determine this minimum by ref-
erence to the surface markings or you instruct
one to remain at least 200 feet from the other.
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EXISTING

b. Between an arriving Special VFR heli.
copter and an arriving fixed wing 1IFR air-
craft executing a straight.in approach:

(1) If the fixed wing aircraft is less than
1 mile from the landing threshold—- Y mile.

1141 Db (1) Wustration

(2) If the fixed wing aircraft is 1 mile
or more from the landing threshold—1Its

miles.
bl SR .
] . -
E"T’n’.. A mm . G- ---—-%0-—-
I‘/'n mi

14102} Mustiation

c. Between an arrciving fixed wing PR air
craft exceuting a eirchng approach or a mis: el
approach and an areriving Special VEKR hely
copter- 2 miles

.,‘;.'

S
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PROPOSED

(487 continued)

b. Between an arriving Special VFR heli-
copter and an arriving fixed wing IFR air-
craft executing a straight-in approach:

(1) If the fixed wing aircraft is less than
1 mile from the landing threshold—% mile.

(2) If the fixed wing aircraft is 1 mile
or more from the landing threshold- 1%
miles.

LB7.D.

liusiration

c. Between an arriving fixed wing IFR air-
eraft exceuting a circling approach or a missed
approach and an artiving Specinl VER heli-
copter= 2 miles.

A89
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EXISTING PROPOSED
- . Cos d. Between a departing IFR air
d. Between a .dvpnrtmg fixed wing IFR air- gra?'t and a 5pg§?.1 Vgﬂ heli-
craft and a Spccial VFR helicopter: copter:
, (1) If the fixed wing aircraft is less than
- % mile beyond the runway cnd—th,smile. &;nlz ;:2; ‘I.Ezy:ggciﬁit 18‘:;55
- end-# mile,
e —————— e, v,
$ i n, enl,
IFR fixed-
; winf or IFR
" helicopter
o
: -
O
';
‘:\
Ll -
1141.601) Wusuation 487.d4.(1) Illustration
- (2) If it is %A mile or more beyond the (2) If it is 4 mile or more be-
» rurway end—2 miles. yond the runway end-2 miles,
2 amm
. IFR fixed- |-
- wing or IFR{C
) helicopter NS 2 T
-
o
\;
.
-E-:: B M01.62) Wusiration 487.1‘(?) Blusiretion
‘ ¢. Detween a departing Special VFR . .
T hellcopter and » departing fixed wing IFR air VER helicopier and & Separsing
erafi=t mile, if courses diverge after takeoff IFR aircraft-# mile, if courses
- : diverge after takeoff.
” TR
_:*: Y n o
N e
¥, *
R ¥
{ V1410 Riusiation A90 "'M' L87 . €., Wusiation
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EXISTING _ PROPOSED

i f, Between an arriving IFR air-
' craft and a Special VFR heli-

copter-sufficient separation to
assure that the helicopter takes
off on a diverging course before
the arriving alrcraft is 1 mile

from the airport.
.+‘.- [ R,
, : IFR fixed-
A S PN meg or IFR
’ ﬂf'ffﬁ helicopter

19411 Niustiation 1&8? f Viustration
1142-1149. RESERVED

N f. Betw.cen an arriving fived wing JFR air-
» craft and a Special VFR helicopter—sufficient
b < scparation to 2ssure that the helicopter takes off
\ on a diverging course Lefore the arriving air-
craft is 1 mile from the airport.
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822. MINIMA 822. (no change)

Unless a pilot concurs in the use of a lower
specd, use the following minima:

a. To aircraft operating between FL 280
and 10,000 feet, a spieed not Jess than 250 knots.

b. To turbojet aircraft operating below
10,000 feet:

(1) A speed not less than 210 knots, ex-
cept:
(2) Within 20 miles of the airport of
intended landing, a speed not less than 170
knots.

. Propeller aircraft within 20 miles of the
airport of intended landing, a speed not less
than 150 knots.

d. Departures, & speed not Jess than 230

knots.
e. Helicopters flying on instru-

(insert) -——m—
ments, & speed not less than 60
knots.

RATIONALE: Helicopter pilots do not
1ike to f1y on instruments at speeds
less than 60 knots, due to possible
control difficulties at lower speeds
with present instrumentation. Once
in the clear, with outside visual
reference to the surface, they can
slow <to lower gpeeds if necessary,




EXISTING

es2. STOL RUNWAYS

Use STOL rurv ays s follows:

8. A desigmrted STOL ronway may be as.
sigred only vwhen recested by the jilot or as
specified in a Leiter of Agreemoent with an

aircraft ;.. rator.

PROPOSED

962, STOL RULVAYS
Use ST0L runways as follows:

a. A designated S1CL runway may be
assigned to a fixed-wing aircraft
only when requested by the pilot

or as specified in a Letter of
Agreement with an aircrai: operator,

{ o. designated S5T0L runway may be

-

b. Jesue the ncasured STOL rurway lergth
if the pllot reguests it,

\ assigned to a helicopter at any time,

t. Issue the measured SZCL runway
length if the pilot requests it,

RATIQALE: It is advantageous to
keep helicopter and fixed-wing
traffic separate, wherever possible,
There is no canger of a helicopter
overshooting a STQ0L runway. Even
though helicopters do not normally
require the use of a runway, there
is no reason to prohibit them f:om
using a ST0L runway because of its
lirmitecd dimensions,

A93
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972. TAXI INFORMATION

When taxi information is required, issue the
following, as appropriate, in concise and easy to
understand terms:

. Route for the aircraft to follow on the
movement area.
972s. Note.—Movement of aircraft within loading,
maintenance, or parking areas is the responsidility of
the pilot, aircraft operator, or sirport management.

Phraseology:
TAXI:

VIA (route) or ON (runway number or taxiway, etc.)

y
or TO (location) or (direction) or ACROSS RUNWAY
runway number).
ONTINUE TAXIING:

VIA (route) or ON (runway number or taxiway, etc.)
or (direction).

$72s. Exampiles.—
- “Turn right at first intersection.” *Taxi straight
ahead to end of runway, then turn left.”

b. Instructions to hold and traffic information
&8s necessary.
#725. Note.—When authorizing an aircraft to “taxi
to"” an assigned takeoff runway, the absence of
holding instructions authorizes the aircraft to *‘cross”
all runways which the taxi route intersects except the
assigned takeoff runway. It does not include
authorization to “taxi onto’ or *“‘cross’’ the assigned
takeoff runway st any point. In absence of holding
instructions, a clearance to “‘taxi to" any point other
than an assigned takeoff runway, is a clearance to
eross all taxiways and runways that intersect the taxi
route to that point.
Phraseology:
HOLD:
SHORT OF (location), or ON (taxi strip, run-up pad,
etc.), and {necessary TRAFFIC (traffic information),
or FOR (reason).

¢ Instructions to expedite a taxiing sircraft.
Phraseology-
TAXI WITHOUT DELAY (traffic if necessary).

2-12-81
PROPOSZD

972, TAXI INFORMATION

When taxi information is required, issue the
following, as appropriate, in concise and easy to
understand terms:

a. Route for the aireraft to follow on the
movement area.

sT2s. Note.—~Movement of aircraft within loading,
maintenance, or parking areas is the responsibility of
the pilot, aircraft operator, or airport management

- Phraseology:

TAXI:
VIA (route) or ON (runway number or taxiway, etc )
or TO (location) or (direction) or ACROSS RUNWAY
runway number).

ONTINUE TAXIING:
V1A (route) or ON (runway number or taxiway, etc.)
or (direction).
T2a. Exemples.—

“Turn right at first intersection.” *“Taxi straigh:
shead to end of runway, then turn left.”

b. Instructions to hold and traffic information

as necessary.

#72b. Note.—When authorizing an aircraft to "tax:
to” an assigned takeoff runway, the sbsence of
holding instructions authorizes the aircraft to “‘cross”
all runways which the taxi route intersects except the
sssigned takeoff runway. It does not include
authorization to “‘taxi onto’’ or ‘“‘cross” the assigned
takeoff runway at any point. In absence of holdirg
instructions, a clearance to *“‘taxi to’’ any point othe-
than an assigned takeoff runway, is a clearance tc
cross all taxiways and runways that intersect the tax:
route to that point.

HOLD:
SHORT OF (location), or ON (taxi strip, run-up pac.
etc.), and if necessary TRAFFIC (traffic information),
or FOR (reason).

¢. Instructions to expedite a taxiing aircraft.
Phraseology:
TAXI WITHOUT DELAY (traffic if necessary).
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(inser?)

A9

PROPOSED

972.d, When necessary to clear a
helicopter to ound taxi using

wheels, issue instructions using
the phraseology in paragraphs a,
b, or ¢ above, For helicopters

with skid-type landing gear, use
paragraph e. below,

g72,d. NOTE.-Ground taxi uses
less fuel and minimizes air tur-
bulence, However, under certain
conditions, such as rough/soft/
uneven terrain, it may become
necessary for a helicopter to
air taxi for safety reasons,
Helicopters with articulating
rotors (usually 3 or more main
rotor blades) are subject to
ground resonance and may, on
rare occasions, suddenly 1lift
off the ground to avoid severe
damage.

972.e. When necessary to clear
a helicopter to proceed from
one point to another via flight
at or below 100 feet AGL, use
the appropriate phraseoclogy
except as follows:

Phraseology:
AIR TAXI
VIA (direct or route prescribed)

TO (location, heliport, helipad,
povenment/operating areas, in-
active/active runway)

CAUTION (wake turbulence, con-
struction equipment)

LAND AND CONTACT TOWER OR HOLD
FOR (reason, landing/taxiing
aircraft, release, clearance to
cross runway, etc.)
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N EXISVING PROPOSED

] (972.e., - continued)

-
s

ﬁb Helicopters with articulatin

" rotors (usually 3 or more mafn

e rotor blades) are subject to

o ground resonance and may, on

) rare occasions, suddenly 1ift
off the ground to avoid severe
danage.

s
Eoss £, When necessary to clear
- a helicopter to proceed fron
one point to another via flight
A at or below 100 feet AGL, use
e the appropriate phraseology
o except as follows:

w

: v Phraseology:

- AIR TAXI

3 VIA (direct or route prescribed)

b 7?0 (location, heliport, helipag,
’;} movenent/operating areas, in-
by, active/active runway)

CAUTION (wake turdbulence, con-
i struction equipment)
o LAI’D AI!D CONTACT TOWER OR }NOLD
[ FCOR (reason, landing/zaxiing
e aircraft, release, clearznce to
cross runway, etc,)

972, f. INOTE.-The term AIR TAXI
authorizes a helicopter to be
operated at a speed determined
roie to be safe by the pilot and at
v an altitude of not more than

B . 100 feet AGL. AIR TAXI is the
:.3 preferred netihod of helicopter
“ novement on airports, if traffic
N conditions permit,

s 972,f, Reference - 7110.655,
1103, 1105, Pilot/Controller
Glossary (air taxi), Alii.

'-)
- g The downwash of a hov-
- ering helicopter generates
r strong surface velocities out
to a radius of 3 times the
. rotor diameter., Where pos-
e sivle, this much clearance
3 :hould be kept between the
> overing helicopter and park
4 light aircrarft. parked

. A96
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- PROZCSE:

©75. ra:xi information for cingie
rilcted helicopters -- Issue
taxi information to nelicopters
as in 972 a2tove 2::7 if ihe heli-
copter requires nc iurther taxi-
instructions, insiruct the pilot
to moniter/ccntact tower on the
approrriate frequency.

975. INO7Z.-This procedure enadles
a single pilot to set nris radio
before liftoff ancé therevy avoid
having to lanc beiore chanzing
to the tower frequency,

975. Reference - 7110,65. - 35,

976-97S, RISZ2VE

g T W e e e
! _x f\ 'h-'LP‘.-..',.\-.:"-f _‘)
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EXISTING

98S. TAKEOFF CLEARANCE

Issue takeoff clearance.

Phraseology:
CLEARED FOR TAKEOFF.

#95. Noto.—Turbine-powered aircraft may be con-

sidered ready for takeoff when they reach the runway,
unless they advise otherwise.

USA/USAF/USN: Issue surface wind and
takeoff clearance to aircraft.

Phraseology.
WIND (surface wind in direction and velocity).
CLEARED FOR TAKEOFF.

(insert)

Bl A

PROPOSED

995. (no change)

HELICOPTERS

a, Issue takeoff clearance for
helicopter, from any point on

the airport which is not prohibdb-
ited from such use, provided the
helicopter is visible to the
tower. Obtain prior approval of
the ground controller when the
takeoff point is other than an
active runway, heliport, helipad,
or designated helicopter depart-
ure area, Include wind direction
and velocity unless this require-
nent is specifically eliminatec
by a Letter of Agreement.

966.a., NOTE 1. - Whenever possi-
ble issue takeofl clearance in
lieu of extended ground or air
taxi operations.,

996.a., NOTE 2, - Most helicopter
pilots will not take off down-
wind if the wind velocity excee’s
5 knots,

Phraseology:

CLEARED FOR TAKEOFF (wind direc-
tion and velocity, unless reguire-
ment speciiically eliminated by
Letter of Agreement).

AIR TAXI TO (location withln air-
port boundary).

HOLD SHORT OF (runway, taxiway,
ramp, or other point).

(Code name of route specified in
Letter of Agreement) DEPARTURE
APPROVED,

( 996. TAKEOFF CLEARANCE FOR

(insert continued on next page)




R fia i e ad Sad ik i S Al AihAd i AR

y%58 EXISTINS PROPUSZD
oS EXISING .
Qij o, Issue takecff eprroval when a
N helicepter reguests talieoff clear-
?{f ance frcn:
o (1) An area not vicivle fron

the towver, :
Koo (2) An area not specifically
R . desicnated Jfor buti not pro-
N (insert) nidited from neliconter use.

(3) An urlighted area a2t night.
Phraseolozy:

10T Iil SICGL., DIFARIUAZ A5 RE-
QUZSTED ArXY¥ .UVZD (winé direction
and velocity, if required)

§35. CA'CELLATION OF TAKED! 7 CLEARANCE

Cancel a previously issued clez:ance for = 997. (Renunver existing paragraph
takeof? and inform the jilst of the reazon, if 996).
circumstances require.
Phrasenlrg
CANCEL TAKEOFF CLEARANCE (reason)
997-1009. RESZRVED - 998-1009 RZ3E’VEID (renumoer)

RATIOIIALZ: There is a need to establish
helicopter departure procecures “roun
areas otiher than active runwvays,

A99
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EXISTING

1020, LAIDINIG CLEARAIICE
Iecee Landing clearance. Restzete the lnding
runcaay whenever there is a possitility of a
conflict with annther aircraft which is using
or is ph nning to use another runway,
Plry .olgy:
CLEALED TO LAND
or
CLEEED TO LAND EUNWAY (dc. ‘gustor).
(insert)
USATUSAFIUSN
Irzue surface wind and landing clcarance.
Restate the landing runwiy whenever there is
8 possibility of a conlict with another aircraft
which is uzing or is plinning to use another
runway.
Dihra. . Joyy:
WIND (surface wind dircction and  velozity),
CLEARED TO LAND

or

WIND (surfice wind dircetion and  veloeity),
CLEALTID TO LAND RUNWAY () ioaden).
Lol QLEAr s iy o vizul
O S0

Wien an arvivieyg sireraf reports at a posic
tion v hare he shel Le geon but has not boen
vizu Ny oheerved, advize the aireraft as a port
of the Londing clorance that it s not in sight
arlrostete the bnding runeny.

1021,

ke TR R B

PROPOSED
R ——

ag——{ Renunber to 1020.2)

1020,b. Issue landing clearance
for helicopters, to any point on
the airport which is not prohib-
ited for such use, provided the
landing point is visible from
the tower., Obtain prior approval
of Ground Controller when land-
ing point will be other than
active runway. Include wind
direction and velocity if land-
ing will be made downwind.

Phraseology:

REQUESTED LANDING AREA NOT
VISIoLE.

\LANDING AS REQUESTED AFPPROVED,

RATIONALZ:

2 runway for landing.

Eelicopters do not require

It is usually

advantageous to separate helicopter and
fixed-wing traffic on different flight
paths. landing as near as practicable
to final destination on airport saves
time and fuel for helicopters.,

Al00
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ZXISTING ST PROPOSED

1025. CLOSED TRAFFIC

Aprrove’disapprove pilot requests to re- (

m: 1 in closed traffic for succeszive operations . .
suhieot to local traffic conditions. a, Approve helicopter traffic patt

Prrasiology: grndgperat§ozs biied 22 take:ff/
v T RIG . roh 3 _ anding points other than active
k;;f({‘\'t‘*g é‘é}"oe;“% (P‘(‘“i:ic;lr;ouigwtﬁf}-*-lc runvays, when use of runways is not
or desireble due to traffic volume or
UNABLE CLOSED TRAFFIC (additiona! informa- noise considerations, in accordance
ton 2t required) with the following!
(1) when reques+ted by pilot;
(2) when authorized by a Letter of
Agreement with the operator,

b. When operations are not covered
by Letter of Agreement, issue suff-
icient instructions to avoid inter-
ference between traffic pattern op-
erations and other traffic movenments.

¢. Control, resirict, or cancel
operations in helicopter traific
pattern in order to prevent delays
to itinerant traffic.

1027, EELICO2TzR TRAFFIC PAVTZR.S

(insert)

d. Instruct pilots using the heli-
copter traffic pattern to maintain
visual separation from other heli-
copters operating in the sane pat-
tern. If this provision is a part
of the Letter of Agreement, it

need not be issued to individual
aircraft.

1027. WCTE, - liost helicopter cock-

pits are configured for the pilot

to occupy the right seat. Tnis
factor makes the use of right-hand

\\patterns preferable in the inter-
ests ol cockpit visibility.

1027-1039. RESERVED -}—————— 1028-1039 RZSZRVED (renunbered)

RATIONALE: There is a need to establish
procedures for helicopter operations in
closed patterns, and to clarify why right
hané patiterns are preferable for most
helicopters,

Al0]




AR

-

HELICOPTER ASSOCIATION ¢/ Glxmin G@

-
t
~

.' 1, ..';,.4, ".

. 1156 15th St., N.W., Suite 610, Washington, D, C. 20005 (202) 466-2420 Telex 89€15
:~ February 20, 1981
‘::
s MEMORANDUM NO. 10
s . TO: HAA SPECIAL HELICOPTER ATC STUDY WORKING GROUP
:::. . HAA ATC SUBCOMMITTEE

L

oS CC: Ray Hilton - FAA Technical Monitor

N Glenn Leister - FAA ATS Liaison

. FROM Glen A. Gilbert, Program Manager,

=& HAA/FAA Helicopter ATC Study Project

?:‘} 1. To supplement my Memo No. 9, I am also enclosing

o copies of the following FAA Air Traffic Service Docments:

a) Speech on January 20, 1981, by Glenn A Leister, FAA

o Air Traffic Specialist, FAA Air Traffic Service (AAT-320. 10) pre-

S sented before the HAA joint ATC/TERPS meeting at the Annual HAA

0y (HAl) Convention at Anaheim.

e b} Summary of the FAA ATS Proposed Terminal ATC Pro-

A cedures for Helicopters, Handbook 7110. 65B, dated 7/22/80.
v, \'

0 ¢) FAA ATS ATC 7110, 65B Proposals to HAA (dates during
::-: latter part of 1980).

!. X

" 2. Please review these documents carefully in relation to the
= draft documentation sent with my Memo No. 9. All combined inputs

v should be sent in to me by March 16 per my Memo No. 9.

.

‘-

:_‘:'. 3. This is an ideal opportunity for all interested in heli-

! copter /ATC procedural interface to express their views,

2
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- HAA ATC/TERPs
E:I IMPROVING ATC SERVICE FOR HELICOPTERS 1/22/81
[ 1)
- Last July, the Air Traffic Service initiated a series of
ﬁﬁ proposed revisions to the ATC Controller Handbook and the Pilot-
»53 Controller Glossary. These proposals were sent to industry/user
f: organizations, the military services and our FAA Regional Offices
) for comments and recommendations. The basis for this effort was
Eﬁ an awareness of the need. brought about through meetings such as
:3 HAA workshops, FAA Systems Research and Development Service activities
:E and our recional/field visits with users and facilities. The 1980
- Air Traffic goals and objectives identified the need to upldate ATC
';ﬁ procedures ané improve service to helicopters. We think this effort
j: can help conserve fuel, minimize in-flight delays to users and
Wi enhance safety in the terminal environments.
."-‘.
i} Our approach has been to concentrate on VFR and Special VFR
’iﬁ procedures since we believe this will yield the greatest benefits to
,j: tne largest number of helicopter operators and users. During our
- field visits, 1t was surprising to learn how many pilots and control-
,jQ lers felt there was nc need to revise any ATC procedures for helicopters
fﬂ; This 1s not to say none were needed but it may be a tribute to the
’ﬁi professionalism of helicopter pilots and controllers in getting the job
. done at the local level while maintaining an enviable safety record.
o .
.;i During the next few minutes, I will give you an overview of our
fii proposed revisions and mention the current status if appropriate. I
i will also mention a few Air Traffic activities and plars. Afterwards,
_fi I will respond to gquestions or discuss detailed individual issues durirng
:3 . the breaks. Although the comment period for input is past, I will
.52 still be happy to include your concerns and recomrendations in the
final analysis of the proposals.
i
=3; The proposed Radio Communications Transfer procedure is a technique
-;C to encourage controllers to avoid issuing frequency changes to single-
piloted helicopters at an inopportune or critical time. The procedure
’ii will be applied only if the controller has knowledge that the helicopter |
';; has a single pilot, or upon pilot request.
v

A103
-




Taxiing definitions have been proposed to distinctly describe
the kind of g¢ground movement intended or expected to be pérformed.
The word "taxi" applies to helicopters in the same manner as air-
planes. '"Hover taxi" describes ground movement in ground effect not
above 25 feet. "Air taxi", the preferred method to be used for
helicopters allows the pilot to proceed via either a hover taxi or
flight out of ground effect but not above 100 feet. This should
help expedite arrivals/departures while conserving fuel.

These definitions become the basis for improved taxi procedures in

the controller handbook. We have also included notes to alert control-
lers to a helicopter's characteristics such as groundé resonance, high
fuel consumption during hovering., and rotorwash during hover taxiing.
Phraseoclogy examples are also intended to use language characteristic
to helicopter operations, e.g., Use caution, loose debris, light
aircraft, etc.

The proposed definitions for Landing/Takeoff Areas, Operating Arez:,
Landing Sites, Helipads and Heliports are intended to facilitate air
traffic control as well as establish a common understanding of the
different kinds of areas from which helicopters operate. We have
attempted to remain within the existing framework of operations,
procedures and publications

Helicopter flexibility makes flight possible to or from almost any-
where on the airport. This may create problems for controllers
having a limited view or knowledge of the area to or fror which fligr-
is requested. Some locations identify and mark helicopter operating
areas--others do not, at least until a problem occurs. We are
endeavoring to evolve common terms of reference to provide you the
best service possible. Yet situations do arise that requilre controllers
to rely entirely upon pilot judgment or knowledge of airport proce-
dures and safe operating practices. Therefore we must develop words
o assure that responsibility for the operatiorn is properly understoc:.
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The Takeoff and Landing proposals address departures and arrivals
fror. areas -other than active runways. Concepts encourage efficient
operation to minimize taxiing and conserve fuel. The issuance of
wind will be deleted since it is already covered. A modification to
runway exiting procedures, normally used for airplanes, should exvedite
arrival <clearances to helicopters since timing is not critical.

The Closed Traffic proposal is designed to formalize procedures
in use at many locaticns and to encourage simultaneous non-interfering
cperations while other aircraft use active runways. These kinds of
operations maximize use of sod areas between runways or portions of

inactive runways for training and maintenance flights.

The Helicopter Separation/Aircraft Categories proposal affects
sirmultaneous parallel operations--same direction and opposite direc-
tion. Existing procedures are inadeguate and do not properly address
the mix of airplanes and helicopters. One table addresses both, and
2 separate table addresses separation between helicopters which we
believe should be less. The helicopter tatle is not limited tc same
éirection or cpposite direction operations. The "Category" defini-
tions are solely for Air Traffic purposes and are proposed to include
helicopters in the three categories along with airplanes of similar
s12e so that less separation is sppliec¢ in lieu of "all other" or
Category III which covers everything above 12,500 lbs. The Cat I
portion may be revised from 6500 lbs to 6000 lbs. The proposal
could reduce separation even further between two helicopters at
full operating RPM. The major problem here is how a controller can
determine full operating RPM. I should emphasize that these separa-
tion criteria are for controller application and would not be restric-
tive at uncontreolled fields or heliports.

Special VFR. From a control standpoint, Special VFR is really
an IFR procedure, reguiring specified separation from IFR aircraft.
As you know, helicopters enjoy the benefit, sometimes,of this unique
method for VFR flight in an otherwise IFR environment. If a heli-
copter encroaches, if you will, in the "neutral zone" an incidert
could occur which must be investigated. Safety could be jeoparcized

Al05
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and the pilot or controller responsiblity questioned. As you know,
there is wide variance in the methods used for Special VFR helicopter
operations. Traffic density, airspace availability, IFR acceptance
rates and demands., topography, multiple airport:i or even personali-
ties and attitudes are factors. We believe our proposal provides
some innovative techniques ¢to make Special VFR operations more
efficient and useful. oOptions would dinclude:

- lLetters of agreement as is done now.

- Use of special procedures or charts describing or depicting
visual references, navigational references, routes, holding points,
or checkpoints to achieve separation,

- Use of topographiceal features, prominent landmarks, or other
means to insure separation with minimum pilot-controller communicatior.

- Use of radar. I might mention that transponders with Mode C
are of tremendous benefit to controllers and greatly enhance confidence
in these kinds of operations involving minimim or non-interfering
separatior.

- Reduction of visual separation between helicopters when
visual separation can be aprnlied by pilots or controllers.

-~ Use of altitude 500 feet below minimum vectoring altitude, cor
lower if pilot concurrence is received. The pilot concurrence may be
revised to be at pilot reques*, particularly at night.

Stagce 11l separation as described in the proposal is being
reviewed because of the potential impact it might have on users. It
would be desirable to provide the same type separation as is applied
with airplanes, or the mix or airplanes and helicopters, except we
would add the exception for helicopters tobe vectored 500' below
MVA's. 1t appears that some form of visual separation might be
possible to bridge the gap, such as the use of landing lights in
addition to traffic advisories. A new proposal will have be developecd

and circulated for comments.

The proposals I have just discussed are currently being analyzed
and some may become effective in July or October. Final actiorn on
on the proposals includes notification to user organizations . Actior
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will be supplemented with material in the Airman's Information
Manual to explain the procedures to pilots to help assure under-
standing. Controversial issues will either be modified or new
propcsals issued to achieve the best possible solution. 1In some
instances, it may be necessary for the military to establish
modifigd ATG procedures for certain military purposes slthough

we make every effort possible to apply standardized civil/military
procedures.

Before 1 entertain guestions, I would like to mention some other
Air Traffic activities and future plans which may be of interest to
you.

- As a result of the work of Helicopter Safety Advisory
Conference and the FAA Southwest Region, Air Traffic has developed
the U.S. Gulf Coast Sectional Chart to provide flight information
for low flying aircraft operating into and around the Gulf of Mexico
The rhart includes extended offshore coverage, o0il leasing grids,
the identification of high intensity helicopter operating areas and
the exclusion of information not pertinent to low flyin¢g operations.

- Air Traffic has interfaced RNAV and other IFR separation cri-
teria to support IFR LORAN C operations in the Off-shore IFR system
developed byfﬁouston Air Route Traffic Control Center.

- We are conducting a review of VFRCharts with input from other
FAA offices to determine what can be done to improve the usefulness of

Sectional and Terminal Area Charts for the user. A major portion
of the initial user input has been from helicopter pilots. Wwhen these

concepts are sufficiently developed into prototype charts,
the aviation public will be asked for comments and recommendations.

~ The Terminal Air Traffic Procedures Branch is working on a
concept for VFR/Special VFR Terminal charts where there is a demonstratec
need to depict helicopter routes. This may or may not be a part of
the VFR Chart review,

- We are also involved in the development of new systems sucheas
MLS, LORAN C, Airborne Radar Approaches and will be looking for new
techniques/ideas to support these programs and future user neecds.




Within the last few months, key Air Traffic executive changes
have included Mr. Ray Van Vuren, the Director of Air Traffic Service;
Mr. Willard Reazin, Chief, Air Traffic Procedures Division; Mr. Keith
Potts, Chief, Airspace and AT Rules Division, and Mr. Walter Mitchell,
Chief, Terminal Procedures Branch. Personally. I have been very
impressed with the techical competence, dedication, and sensitivity tc
the needs of the aviation system users including helicopter operators
and users,

In summary, we believe Air Traffic and other involved offices
are going to be very responsive and supportive of your needs. But
even more important, the local facilities and Regional offices are

the Action people who really make the system work for you. Get to
know them, your Air Traffic System, and be aware of their problems.

But above all, help them learn your capasbilities ancd vour reguirements
s0 that your problems can be solved in an atmosphere of mutual respect.
Thank you. Do you have any questions?
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PR
S SUBTECT: Sumary - Proposed Terminal ATC Procedures for Helicopters,
e, Handbook 7110.65B
-::u:;
e
}:ﬁ 26d. Radio Cammunications Transfer. Proposes a recammended technique
o to facilitate control transfer of single-piloted helicopters.
R 4/8, 479. Special VFR «elicopter Operations/Separatian. Proposes revised
:: {' requirerents for LOA's, more latitude for facility chiefs in the develop-
LT ment of Special VFR routes/procedures, revises criteria and clarifies
o.', wording. Proposes sirplified criteria (TRS:) and proposes helicopter
e operations 500’ below manimr- vectoring altitudes to enhance separation
o fram airplanes.
>3 972,975, Taxi Irformation. Proposes glossary definitions and techniques
::«,j for handling helicopters during ground taxiing (with wheels), hover taxiing,
! .::.: and air taxiing operations. Encourages energy conservation through direct
o routing where possible.
1T
- 997, Helicopter Takeoff Cleararce. Proposes methods, based on coron
P techniques already in use at many locations, to issue takeoff clearance
WSk fram areas other than active nuways where conditions permit. Addresses
- operations from '"'non-designated areas' to assure Airport Manager/Flicht
"'*_-:’.' Standards involvement and proposes language 'at your own risk" when the
Kool cperation is frar non-visible or non-designated areas.
_;-I-j 1020t,c, Helicooter lardinc Clearance. Proposes methods similar to 997
_-f{::- above and 1ncludes illustrations as does 997. The term 'at your own ris¥’
:-:.-f addresses corron situatians where helicopter pilots request clearance to land
e at umarked, unlighted areas or non-visible areas where obstructions micht
Y exist. 997 & 1020b,c minimize excessivetaxiing ané conserve fuel.
b , 1023. Rumnway Exiting. Proposes an excepticn for helicopters under certain
S condations to facilitate helicopter roverents.
AN
.-{":: 1027, Helicomter Closed Traffic. Proposes procedures for sirmltaneous
N helicopter traffic patterns in areas 10t interfering with ruway traffac

) patterns. Pglains that nost helicopters are piloted fror the right-hand
o side of the ocockpit.

-r._::.

*}_-F: 03-11¢ o) a1t rations, Aircraft Cateccries. Integrates
i helicopters and fixed wing in the Symultaneous Same Directior./Opposite Direc-
X ticn tables, and includes helicopters in appropriate Aircraft Categories I,

II, and II1I. Current language, by amission, places all helicopters in Cate-

-7 gory III, (All others), which is unduly restrictive to light helicopters.

W Establishes a new table for helicopter (arly) operations and proposes new
- separation criteria. Addresses further reduction of separatior for heli-

A copters operating in close proxiruty and identifies operator/pilot responsi-

bilities for special operatians.

%S 1283,1284. TRSA Stage 11T for Helicopters. Clarifies currert language to
N assure helicopters have visual contact wath other helicopters before das-
'o,j‘ continung separation service when unnecessary for helicopters.
Sy
e,
b ,..'".
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S DEPAFTMENT of TRANSEORTATION Dete
?. o) FEOERAL AVIATION ADMINISTRATION
ARy
) AIR TRAFFIC CONTROL DOCUMENT CHANGE PROPOSAL
‘\.:‘ ' Document Attected
*:*; O 7010 706
L7 Federal Avistion Administration O 2103 6104
.Q:; Air Tratfic Service, ATTN AAT- 320 0O am
' RETURN TO 800 Independence Ave., S W. Reciy By
' Washington, D.C 20501 ?/2. L/rb
-_i:-? TO. (X" offices receiving propass! for review.) oo
Yoy INDUSTRY FAA REGIONS FESCOM corcom FAA HEADGUARTERS
RS EnRoute  Terminal
"' X ara [B naza B aLasxa B aac O aar K G et [0 aatsio
& aora [X neta B3] centrAL & ace O ace & (¥ aat20c [ ALT-14
"
LY & ara ) neaa B easTern B aea O ata B3 B aar3zz (X AAT-30L
A 3 -
Sl X ava X NEATS K) GReAT LaKES & act O ace B @ aataic B AFO-1
Y :
r:" B atca (X n1se £ NEw ENGLAND ANE O ane B B aatasc X acczs
| 0 X E ATPAC @ PATEO B NORTHWEST E ANW D ANW B B AAT 360 @AP:J-.‘.OO
. K ArPA [ PEPA ] raciric B arc O arc & aat31c [K) aaT 305 1nto
--' ._' ~ -
“is & zAA &) e & :g:::;maa B amwn O arv B Q& aataze [ AAT-100
e ‘ G sac B soutmenn B aso O aso B rats0 X AFO-560
=, o9 NEHPA
Helicopter ODperutions B soutrwesT B asw 0O asw & WMILITARY
X Task Force (FAA) K) WESTERN &) awe O ane B ® csa B usar
A & ATc-820 KJ ASF-30 3 S
.:.’.:‘ Arc_zso m APP-LO AAC-930 USA USN
o X} AvS-160 [X) AAS-100 usar K CANADA
dot AWS=130 [X) ARD-330 usv B ATFI
) ATF-4  [X] ANA-110 (Trerspert Canede)
) PLEASE INDICATE YOUR COMMENTS ON THE ENCLOSED PROPOSAL IN THE EVALUATION SECTION BELOW AND RETURN TO
N THE ABDVE ADDRESS IF ADDITIONAL SPACE 1S REQUIRED, CONTINUE ON REVERSE
e
e EVALUATION: O concun [0 NONCONCUR  (COMMENTS REQUESTED!
e
‘I‘:-‘_'
e
-
LY
A
LSAN
oY
N
RS
t:': S gnature Tive Dete
“-" -. L
#AA Form 70002 (3 78) SUPEMSEDES PAEVIOUS EDITION
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5;, 7110.65-264d
RN

e

-+ Subject: Radio Communications Transfer

_fl- i 1. BACKRGROUND. The purpose of this proposed change 1s to alert controllers
o to the characteristics of helicopters and the potential hszard involved when

. a single-piloted helicopter is requested to change radio frequency while oper-

(- ating close to the ground. Related proposals are planned to revise para 972

. and add a new paragraph 975.

' 11. PROPOSAL.
" Bandbook 7110.658-26d (sdded) Avoid {ssuing a frequency change to single-pilot-
o ed helicopters that are taxiing, hovering, or while flying near the ground. In
an emergency or critical situation, relay the necessary control instructions

'}f until the pilot is sble to change frequency.

'\.':\.

'-:.:-

::{ 264 Note.~- Most single-piloted helicopters require the use of both hands and
N feet to maintain control. Although flight control friction devices assist the

pilot, changing frequency could result in loss of control. If in doubt, query
. the pilot as to his ability to change frequency.
v 26d Reference.~- 7110.65B-975

e If you have any questions or wish to discuss the matter, please contact

T Mr. Clenn Leister, AAT-320.10, telephone number (202) 426-8511,
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DEPARTMENT OF TRANSPORTATION

Oste
PEDERAL AVIATION ADMINISTRATION M 2,_;1{53’0
Propode! Nu'*.'
AIR TRAFFIC CONTROL DOCUMENT CHANGE PROPOSAL M7_320_30-,l~,‘

Document Atfected

O 211010 gmoss

Federal Aviation Administration D 72103 D 76104
Air Tratfic Service, ATTN. AAT-320 0 am
RETURN TO BO0 Independence Ave., SW. Reciy By
Washington, D.C 20591 9/1}/!3
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Subject: Pilot-Controller Glossary Definitions

I. BACKGROUND. These definitions are intended for use as a part of the pro-
posed change to 7110.65B-972 d, e, and f. These terms should more accurately
sefine the helicopter operation being conducted and improve pilot-controller

understanding.

I1. PROPOSAL.

TAXI . . . (existing definition ) . Also used to clear a helicopter equipped

with wheels to ground taxi froxz one point to another, mormally via movement

sreas. See AIR TAXI, HOVER TAXI, AIM, 7110.65B-972.

HOVER TAXI. Used to clear a helicopter or VIOL saircraft to proceed from one
point to another at relatively slow speed, normally in ground effect mot above

25 feet AGL. See TAXI, AIR TAXI, AIM, 7110.65B-572.

AIR TAXI. Used to clear helicopters or VIOL aircraft to proceed from one
point to another for ground movement or on-airport operations, but not to
cross active runwvays unless specifically cleared. The aircraft may proceed
via & hover taxi or flight within a safe and reasonable airspeed/altitude as
deterzined by the pilor, but normally not above 100 feet AGL. See TAXI, HOVER

TAXI, AIM, 7110.65B-972.

1f you have anv questions or wish to discuss the matter, please contact Mr.

Glenn Leister, AAT-320.10, telephone number (202) 426-8511.

2L

] ne Speck
Chief, Terninal Opefations and Procedures Branch
ATC Operation: and Procedures Division

Alr Traffic Service




DEPARTMENT OF TRANSPORTATION
FEDEMAL AVIATION ADMINISTRATION

Federa! Aviation Administration

Air TraHic Service, ATTN: AAT-320
RETUAN TO 800 independence Ave.. S W

Washington. D C. 20591

AR TRAFFIC CONTROL DOCUMENT CHANGE PROPOSAL

Oote

213/ 51

#ro008! Numbe-
T-320-80- 257
Document Atfected
O 711010 @’711055
D203 €104
0O am

" Gfae/i

' YO (X othices receving propose’ 1or reveew.)

INDUSTRY FAA REGIONS FSSCOM

B arre X naze B) aLasxa aaL
E ADFa E NaT & E CENTRAL @ ACE
& ara & nsaa B eastean & aca
ata  [@X:ATS KD GREAT LAKES & act
& erca N ) ~vew EnsLaND X ane
oo wtPas PLTIZD ) norTHwEST BT anw
E 24 B raciFic & arc
E - B :gif\:mm E] ARM
i e B soutmean B aso
F.e;.-i‘::‘;ter Op:;:‘f;ons B soutmmesT BJ asw
Task Force (FAZ) B wesTeRN B awe

tT0-E2C KJASF-32

£FC-252 AFF-LOG= AACEX0
AWS=2€0 [E) AAS-120

AWS-13C AT3-330

ATF-L ANE-110

COoPCOM

&n Routs  Termina!

O aa
O ace
ata
AGL
ANE
ANW
APC

ARM

Oooocooooo

AWE

USAa

USAF

USN

IO BRRARAEE0

FAA HEADQUARTERS

E ALT-2C ALT 530
&® aat20c [ arT-ll
@ aat3o X ALT-30L
® aat330 EFC-1
@ aat320 X acc23
® aat360 433-100
aa1370 [X] aaT 300 into
@ aatazo ALT-100
AAT 520 £F0-560
MILITARY
usa PO usar e
B s
CANAD

ATFI
(Transpcort Carede)

PLEASE INDICATE YOUR COMMENTS ON THE ENCLOSED PROPOSAL IN THE EVALUATION SECTION BELOW AND RETURN TO
THE ABOVE ADDRESS IF ADDITIONAL SPACE IS REQUIRED, CONTINUE ON REVERSE.

EVALUATION O concun O wonconcur

[COMMENTS REQUESTED/

S g~e'ure Tl

Date

FAA Form 70002 (378 SUPERSEDES PREVIOUS EDITION

AllS




5 ". ‘n’ s ,"._.T

» P :"l.
as s

’

SNANNN

R )

JUL 23183

Proposal 7110.658-972, 975

SUBJECT: Taxi Irfcrmation

I.

1I.

BACKGROUND :

This proposal is intended to establish defined terminology

and phraseclogy for use in the ground sovement of helicopters.

The only term currently defined is "air taxi” which is found

in a note to paragraph 1130. That definition is really just

an explanation that it is an operation "normally not above

10 feet,” which is not realistic with today's helicopters.

This proposed procedure and the definitions in an accompanying
proposal are designed to more accurately describe the actual
helicopter operation being conducted. The proposed revision

in paragraph 975 is also related to another separate proposal

and is intended to provide for the transfer of radio camunications
to the appropriate ATC duty position within the tower; e.g.,

ground control or local (tower) control. The use of notes to

the procedures are planned for the purpose of educating contyollers
on helicopter capabilities,

PROPOSAL

7110.65B-972 - Add subparagraph d, e, and £ to read as follows:

972.4. When necessary to clear a helicopter to ground taxi using
wheels, issue instructions using the phraseclogy in paragraphs a,
b, o ¢ above. For helicopters with skid-type landing gear, use
paragraphs e or £ below as appropriate.

972.4. Note. = Ground taxiing uses less fuel and minimizes air
turbulence. However, under certain conditions, such as rough/soft/
uneven terrain, it may became necessary for a helicopter to hover
taxi or air taxi for safety considerations. Helicopters with
articulating rotors (usually 3 or more main rotor blades) are
subject to “ground rescnance” and may on rare occasions,

suddenly lift off the ground to avoid severe damage/destruction.

972.e, When necessary to clear helicopters or VIOL aircraft
to proceed at a relatively slow speed; e.g., hover taxi in

ground effect, fram ane point to another, use the appropriate
phraseclogy in paragraphs a, b, ar ¢ atove except as follows:

Phraseology:

HOVER TAXI:
CAUTION (Qust, blowing snow, loose debris, light aidrcraft,
persannel, etc.)
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972.e. Note. = When hovering, a helicopter or VIOL aircraft consumes
fuel at a high burn rate. At airspeecds above appraximately 20 knots,
helicopter fuel consumption is reduced, the ground cushion air
turhulence (rotor wash) recedes, and wake turhulence cammences.

972.e. References. = 7110.65B-26.d., Pilot/Controller Glossary (hover taxi),
AIM.

972.f. When necessary to clear a helicopter or VIOL aircraft to
proceed fram ane point to another, either via hover taxi or flight
at pilot opticn, use the appropriate phraseclogy in paragraphs a,
b, or ¢ atove except as follows:

Phraseology:

AIR TAXI
VIA (direct or route prescribed)
TO (location, helipert, helipad, movement/Operating areas, inactive/active
runwa})
REATN AT OR BZLOW (altitude, if required)
CALTION (wake turhilence, construction equipment)
REVADN WEZL CLEAR or AVWID (light fixed=wing taxiing, vehicles,
perscnnel)
2D AD OOTACT TOWZR OR HOLD FOR (reason, landing/taxiing aircraft,
release, clearance toO cross runway, etc.)

972.f. Note. = The term AIR TAYI authorizes a helicopter or VIOL
aircraft to be hover taxiied or flown within a reasonable altitude or
airspeed, whichever is determined by the pilot to be the safer and more
operaticnally expedient method for movement., AIR TAXI is the rreferred
method for helicopter novements an airports provided ground operations/
conditions permit.

972.f, Reference - 7110.65B-26.4., 1103, 1105, Pilot/Controller Glossary
(air taxi), ADM.

975. Taxi information for single piloted helicopters. Issue taxi
information to helicopters as in 972 above and if the helicopter
requires no further taxi instructions, instruct the pillot to
monitor/contact tower on the appropriate frequency.

Note. = This procedure erables a single pilot to set his radio before
liftoff and thereby avoid having to land before making the frequency
change to tower.

975. Reference =

Chief, Terminal Operations and Procedures Branch
ATC Operations and Procedures Division -
Ayir Traffic Service

KAKCK-A.K‘(.AAAAH-\JJ. A.ﬂ‘A mdj
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Subject: Definition of Helicopter Landing Areas, Helicopters, Landing Site,
Helipad anc Heliport.

I. BACKGROUND:

Several terms have become commonplace to describe locations where
helicozters land and takecff. This propcsal defines each of the

terms currently in use. While it would be desirable to reduce the
nurber of definiticns invelved, each has specific characteristics

and usage which are not necessarily applicable to the others. These
definitions should assist the users and managers of the syster by
clarifying what is meant wher a particular term is used. Air traffic
cortrel proceiures (in separate proposalis) apply these terms to conirel
cf helicopters.

II. PROPC3AL:

BZLICOPTZF LANZINS/TAVECFF/OPIZEATING AREA « An area, site, helipert,
or poreicr ¢f a strip/raxiwey/runway usec for helicopter landings

and taxkecffs. The area may or may or may not be marxked or lighted and
is the pcint where a takeoff begins, an arprcach ends or a landirg is
maZe. An operating area may be a takecff/landing area or may be use?d
for low level operations such as hovering ard training.

HZLICCTPTZE LANTING SITE « A location used fcor helicopter takecffs and
lardirgs ¢cn a cne-time, temporary or infrequent basis, such as near a
censerucstion site or scene of ar accident.

HILI-AZ - A srmall area, usually a hard surface pad, used fer helicopter
taxeclls, landing or parking. The area may be markeZ or lighted; used
prirmarily for langings and takec{fs; or used primarily for parxirg cf

ne cr mcre helicopters,
HELIPCET - An area of land, water or structure used or intended to be
use: for the landing and takeoff of helicopters. (FAR Part 1). Heliports
may be fcr putlic, federal, zmilitary, privete, or personal use. Some heli-
ports have improverents such as navigational aids, lighting, services,
anc passenger faciiities. Heliports may have multiple landing/takecff
areas, helipads, and may be located within airport boundaries. Certain
rilitary heliports have multirle parallel strips or lanes use? exclu-
sively for pilot training.

III. ADMINISTFATIVE DITPORMATION:
We wculc appreciate your candid comments on this propesal. If ycu
-~

have ary questions or wish to discuss this ma‘ter, piease conta
Gleam A, y .10, <2) 426-B511,

Chief, Terminel Cperstions and Prccedures Branch
ATC Cperetiors and Procedures Division
Air Traffic Service
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SUBJECT: Takeoff Clearance for Helicopters

1. BACKGROUND. This proposed change is designed to establish hel-
icopter departure clearance prodedures from aress other than active
Tunvaye.

I1. PROPOSAL.
997. Takeoff Clearance for Helicopters.

a. 1Issue takeoff clearsnce to helicopters {rom sreas other thsn active
runways with additional instructions as necessary. Include wind direc-
tios and velocity {f departure is downvind. Whenever possible, issue
takeoff clearance in lieu of extended taxi/hover taxi{ operatioms.
Phraseology:

CLEARED FOR TAKEOFF FROM (present position, taxiway, helipad, ramp,
numbers.)

CLEARED TO AIR TAXI FRQ (present position or specified point) TO (an-
other position/point within the sirport boundary.)

MAXE DEDIATE RIGHT/LEFT TURN FOR (direction) DEPARTURE/DEPARTURE ROUTE
(nuz=ber or code.)

DO NOT OVERFLY (taxiing aircraft, vehicles, personnel, etc.)

REMAIN WELL CLEAR/REMAIN (number) FEET FROM (sctive runways, parking/load-
ing areas passenger terminal, etc.)

CAUTION (Power lines, unlighted obstructions, treec, wake turbulence, etc.)

a. Note, Avoid downwind departures and if tailwind exceeds S5 knots,
obtain pilot concurrence.

8. Illustration
o \ @
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8/ Illustration 997.a.




e .
X 4w 9T 3

PR g v S Mgy

ry

a e a ot

5

RURIE W)

d. When s belicopter requests takeoff from an ares mot visible to the
tover, from an area not specifically designated for but mot prohibited

from helicopter use, or from unlighted areas at might, f{ssue the fol-
lowing:

Phraseclogy:

DEPARTURE FRQY (present position,.2ocsticn) WILL BE AT YOUR OWN RISK (and
{f necessary, sdditional {nstructions s {n @ above.)

Ve vould appreciate your candid comments on this propossl., If you hesve
any questions or wish to discuss this matter, please contsct Glean A.
Leister, AAT-320.10, tel 202/49%-8511.

S — '
« LANE SPECK
Chief, Teininal ations and Procedures Branch

ATC Operations and Procedures Division
Air Traffic Service
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SUBJECT: Landing Clearance for Nelicopters

1. CRGRCUND. This proposal is intended to establish helicopter land-
ing clesrances to areas other than sctive runvays.

1. PROPOSAL.
1020.s. Renumber the existing 1020 as 1020.a.

b. When g landing erea other than s runvay {s svailable for helicopters,
{ssue landing clearnace preceded with additional instructions as necessary.
Include wind direction and velocity 4f landing is downwind. Issue land-
ing clearance to the helicopter's final destisation or to s point as near
as possible so as to avoid extended taxiing/hover taxiing.

Phraseology:

MAKE APPROACH STRAIGHT-IN/CIRCLING LEFT/RIGHT TURN 70 (location, taxivay,
helipad, ramp or other.)

REMAIN WELL CLEAR/REMAIN (number) FEET FRQM (runvay, taxiwvay, other hel-
icopter/airplane, as necessary.)

CAUTION (power lines, unlighted obstructions, wake turbulence, rotorwash)
CLEARED TO LAND (locatiom, i{f not previously given.)

1020.b. Note.--Avoid downwind landings and {f tailwind exceeds 5 knots,
obtain pilot concurrence.

wind

C - <

)
/
4
\‘.’
~.
/‘8‘ - =
b

_~~ Illustration 1020.b.
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7110.23. Revise the note to read:

1023. Note.--", . . prior to landing. It is acceptable to {ssue exiting
instructions to sirborne helicopters except when the helicopter is in-

volved {n critical manuevers such as an sutorotstion or simulated emer-
gencies.

1020.c. When s helicopter requests landing at an area not visible ¢to
the tower, an srea not specifically designated for but not prohibited

froc helicopter use, or to unlighted areas at night, issue the fol-
lowing:

Phraseology:

LANDING AT (requested location) WILL BE AT YOUR OWN RISK (and if nec-
essary, additional instructions as in b above.)

We would appreciate your candid comments on this proposal. 1f you have
any questions or wish to discuss this matter, please contact Glenn A,
Leister, AAT-320.10, telephone 202/426-B511.

Chief, Terminal Oper&tions and Procedures Branch
ATC Operations and Procedures Division
Alr Traffic Service
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Task Force (FAA) £ westeRn B awe O anve B B usa B usar
G < o-827 KJASF-30
AF0-250 [3) AFE-LOd- AACER usa B B usn
% AWS-1€0 [F) AAS-100 usar CANIOA
E AWS~137 AFD-33C E @ ATPI

| @ aTr-L ANA-117 SN (Transport Canada)

PLEASE INDICATE YOUR COMMENTS ON THE ENCLOSED PROPOSAL IN THE EVALUATION SECTION BELOW AND RETUAN TO
THE ABDVE ADDRESS IF ADDITIONAL SPACE 1S REQUIRED. CONTINUE ON REVERSE

EVALUATION 0O concur O woncONCUR  (COMMENTS REQUESTED!
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: JUL 23170 . 7110.658-1027

. SUBJECT: Closed Helicopter Traffic

" I. PBACRGROUND. This change is intended to estadblish procedures for

helicopter operstions in operating areas and to clarify why right hand
traffic patterns are prefersble for most helicopters.

II1. PROPOSAL. Add the following newv paragraeph.

1027, Closed Belicopter Traffic
8. Approve closed helicopter traffic to asreas other than active runvays:

(1) Upon pilot request,
(2) When traffic conditions require, or
(3) When helicopters and other helicopters/airplanes have signifi-

* cantg speed differentials and it is expeditious to operate opposite/mul-
tiple traffic patterns.

A A A

b. 1Issue sufficient instrvuctions to keep helicopters within specified
. boundaries vhen necessary or to insure separation from other operatioms,
- e.g. simultaneous fixed wing/helicopter takeoffs/landings from nearby
TUNWays.,

1027 Note.--Most helicopter cockpits are configured for the pilot to
fly froc the right seat making right hand patterns/turns most favorable
to in-flight pilot visibil{ity,

1027. lilwstretion

.....



Phraseology:

RIGHT/LEFT CLOSED TRAFFIC APPROVED (specify location, appropriate portionms
of the taxiway, fnsctive runway, direction of arrival/departure if mec-
essary.)

REMAIN WITHIN OPERATING AREA (Name or number, and specific boundaries,
or altitudes if required, e.g. below 25/500 feet, etc.)

REPORT (position, if required)
MAINTAIN VISUAL SEPARATION FRQM (other helicopters, sirplanes)
We would sppreciste your candid comments on this proposal. 1f you have

any questions or wish to discuss this matter, please contact Glenn A.
Leister, AAT-320.10, telephone 202/426-8511.

Chief, Terminal Ope ions and Procedures Branch
ATC Operations and Procedures Division
Air Traffic Service
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7110.65B-1103c, 110438, 1105, 1110a

SUBTECT: Helicopter Separat.im. Titeria/Aircraft Categories

I. PAXRIOND. In view of the inherent flexibility of the heliccpter,

we believe thet more definitive criteria {s required to facilitate heli-
copter operstions at cntrolled airports. The broad criteria presently

in use is overly restrictive in certain procedures and not sufficiently
defined in others. Ouwr desire is to develop reascnable separation cri-
teria thatare safe, efficient and understandable to pilots and controllers.
We must also consider the helicopter-fixed wing relationships and the
potential hazards associated with helicopter capabilities.

Helicopters, by definition, are "aircraft” and are considered in Hand-
bock 7110.65B to be in the "All others" Category III. This is unduly
restrictive to light helicopters and the concept does not track with the
200 feet separation between helicopters (7110.65B-1130 thru 1132) mor with
Advisory Circular 150/5390-1B (Figure 4-1). The 200 feet separation may
be acceptable between light helicopters, possibly between cther helicopters
under certain anditions, but not between light/smell helicopters and
large helicopters wder all conditions.

wWe recoqnize that certain specialized civil/military operations mey require
further separation recuction beyond that in this proposal; however, opera-
tions in very close proximity are the respansibility of the operators/pilots
concerned and should not require action by control facilities other than
ncrmal services such as clearances, traffic advisories, etc. Pilots engagec
ir such operations must be fully qualified to determine how close to safely
operate ir. respect to other capany/military helicopters.

Aircraft Category definitions in the Note to paragraph 1110a have been
rocified to include helicopters. Althouch we would like to sirplify these
definitiors to better accamodate the TERP's categories, aircraft groups,
etc., as used elsewhere in the handbock, this effort will be limited to
the inclusior. of helicopters for ATC runwey/heliport separation purposes.

Irn sumary, this proposal attempts to clarify existing criteria and establis™
helicopter separatian standards for timely use by Air Traffic controllers.

If you have strong feelings that the proposed criteria is too restrictive

or not restrictive enough, please furnishrecommended criteria with swypporting
justification or docurentatiar.. Bear in mind that controllers must controc.
helicopters and fixed wing in a mixed environment, therefore standa~< cri-
teria must provide an sdffuate degree of safety to all aircraft without bein:
cutbersare or too arplex to spply. Once definitive criteria is establishec.
we plan to make additianal changes to Section 11, Departure Separation, anc
Sectior 12, Arrival Separation, to properly accomodate helicopter capartili-
ties wher landing or taking off fram the same rumways with fixed wing air-
craft. We also plan to revise Section 13, Helioopter Separation, and explasr
the new procedures in the Airman's Informetion Manual.
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ot 1I. PROFOSAL. '
e 1103.c. The distance between the ruways, landing strips, heliports,
Y helipads, or helicopter cperating areas is in accordance with the minima
o in the Table. Use the greater minimum if two categories are imvolved: or,
el the minima in 1105 if helicopters only are imolved.
" 1103.c. Table.—Same Direction Distance Minime.
f&.’
o ‘
f-'-:_" Aircraft Category Minimgm distance Between Parallel Operations
a7 (As defined in - : , _
' 1110.a. Note) Runway, heliport, Edges of adjacent strips,
7 o= helipad centerlines | heliports, helipads ar helicopter
AN operating areas and a nuway
QRN
; :‘
. Catecory 1 300 feet 200 feet
v (90 meters) (60 meters)
N Category I1 500 feet 400 feet
o (150 meters) (120 meters)
o Category III 700 feet 600 feet
2 (210 meters) (180 meters)
-: Note.— Strong crosswinds may meke it advisable to increase separation
B distances if helicopter rotorwash appears to be encroaching upon adjacent
T runays, strips, heliports or helipads.
'." 1104.4. For a helicopter and an airplane, the distance between the runway
o centerlines or edges of adjacent strips and helicopter landing areas, heli-
i pads or heliports is in accordance with the minima in the Table.
e
;‘.:-'_C 1104.4. Table.—Opposite Direction Helicopter-Airplane Minima,
W
sy , Minimm distance betwsen a helicopter and an airplane
':Elj: of Ruway/intersecting runway Edges of adjacent strips or
e tian centerlines and helicopter ruway/intersecting runway
b Opera landing areas, heliports, or |and edges of helicopter
helipads with a specifically |landing areas, heliports,
‘ ;: marked/lighted touchdown point|or helipads which are
' unlighted
' ;.:' [Pm—— i-—igr S
) Between gunrise 700 feet 600 feet
oy and sunset (210 meters) (180 meters)
" Between sunset 700 feet ;
:S ard suncise (210 meters) ) Not authorized
ﬂ
)
i )
o
—_— Al3l
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1105. Simultansous Helicopter Operstions.

1105.8. Authorize simultansous helicopter landings, tukeoffs or ground
movarents in accordance with the minime in the Table. Use the greater
minima {f two categories are inmvolved.

1105.a. Teble.—Simultansous Helicopter Operstions Distance Minima.

Aircraft Category | Between a helicopter at | Between two helicopters at
(As defined in operating rotor RPM and | opersting rotor R
1110.s. Note) a helicopter starting

or shutting down
200 feet 100 feet
Category 1 (60 meters) (30 meters)
. 400 feet 200 feet
Getegory 11 (120 meters) (60 meters)
600 feet 300 feet
Category 111 (180 meters) (90 meters)

Note.—Stronc winds may make it advisable to increase separation
dustances if helicopter rotorwash appears to be encroaching upon
adjacert helicopters.

1105.b. Reduction of the criteria in 1105.a. mey be necessary for cer-
tain military or civilian operations and should be covered by approved
operating procedures and/or letters of agreement with appropriate
authorities as signatories. Unless such procedures/agreements exist,
the instructions in paragraphs 997 and 1020 epply.

1110.a. Note.--Aircraft Categories are as follows:

Category I—Light-weight, single-engine, perscnal-type propeller driven
aircraft. Includes helicopters operating at weights of less than 6500 lbs,
but no. higher performance, single-engine aircraft such as the T-28.

Category Il—-Light-weight, twin-engine, propeller driven aircraft weighinc
12,500 1lbs or less such as the Aero Commander, Beech King Air, DeHavilland
Dove, Twin Cessna. Includes helicopters operating at weights of 12,500 lbs
or less but not Cat I helicopters.

Category III—All other aircraft such as the higher performance single-
erngine, large twin-engine, four-engine, and turbojet aircraft. Includes

helicop /2 of more thar 12,500 lbs.

ATC Operations and Procedures Division
Alr Traffic Service

Al32
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SUBJECT: Special VFR Helicopter Separation

1. PACRGROUND. There have been differing interpretations of paragrsphs
475, 1140, and 1141, This proposal is intended to simplify applicatiom
of Special VFR Helicopter Separstion, clarify intent and enhance the
flexibility of SVFR procedures for helicopters to take advantage of their
inherent capabilities. Some of the separation criteria has been in-
creased and some decresased to standardize figures with TRSA criteris. It
4s believed the proposed criteris should encourage the use of BVFR pro-
cedures and thereby benefit helicopter operations rather than penalize
them., 1If users or facilities are gvare of eny negative impact due to the
increased/decreased separation, we would appreciate detailed comments

and recommendatioms.

I1. PROPOSAL. Renumber paragraphs 476 through 478, respectively, as
475 through 477. Paragraphs 475, 1140 and 1141 are revised to become
478 and 479,

478, SPECIAL VFR HELICOPTER OPERATIONS. Control a Specisl VFR heli-
copter by the preceding Special VFR procedures unless other procedures
have been approved. Apply Special VFR Helicopter Separation under para-
graph 479 when at least one of the following conditions is met:

(a) Special VFR helicopter procedures are contained in a Letter of
agreezent, the helicopter operator is a Signatory to the agreement, and
the LOA specifies those required visusl references, checkpoints, report-
{ng points, routes, holding fixes or helicopter traffic patterns nec-
essary to sssure separatiom,

(b) Special VFR helicopter procedures, containing the necessary
visual references in paragraph (a) above, have been approved and are in
the possession of the pilots concerned.

(c) The local topographical features, visual references, naviga-
tional references, or landmarks are such that a minimum of controller-
pilot camunication will {psure separation.

(d) Radar coverage is adequate to maintain at least lk nm sepa-
ration or insure pilot compliance with approved SVFR helicopter routes.

479. Special VFR Belicopter Separatiom.

When approved procedures are established and at least one of the con-
ditions {n 478 can be met, apply the following minima:

479. Reference. AIM.

(s) Betveen Special VFR helicopters - 1 mile, or:

(1) 1f more than one helicopter is proceeding in the same direc-
tion along s route, visual separation may be used if accepted by the
succeeding helicopter(s), traffic information is exchanged, and each
succeeding helicopter(s) has the preceding helicopter(s) in sight, or

(2) For tw> or more simultaneous helicopter departures, if the
course of each diverges by at least 15° from each of the others- instruct
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the helicopters t¢o maintain visual separation, the desired course, or
the desired route.

(b) Betwveen an arriving/departing Special VFR helicopter and an arrivinog
IFR aircraft executing & straight-in spproach or s departing IFR aircraft:

(1) 1f the IFR aircraft is more than 1 mile from the landing thresh-
old or runvay end -1k mile or 500 feet vertical separstion, or

(2) 1f the IFR aircraft is less than 1 mile from the landing thresh-
old or runvay end - 4 mile or 500 feet vertical separstiom, or

(3) For redar separation within 15 miles of the antenmns - 1% miles or
500 feet vertical separation. You may vector SVIR helicopters at an
assigned altitude as low as 500 feet below the MVA or lover only if pilot
concurrence is received,

(®)(3) Note.--Altitude assignment or vectors below MVA must be exercised
in a manner that permits pllot compliance with appropriate FAR's.

(¢) Between ar arriving IFR aircraft executing a circling approach or

missed approach - 1k miles or 200 feet vertical separation for Approach
Categories A, B and C: 3 miles or SO0 feet vertical separation for Ap-
proach Categories D and E. You may use radar to reduce the 3 miles as

in (®)(3) above.

Svep

L78/L79. Illustratiorn




We would asppreciate your candid comments on the proposal. 1f you have
any questions or wish to discuss this matter, plesse contact Glenn A.
Leister, AAT-320.10, telephone 202/426-8511,

L, SPECK

Chief, Terminal Operaffons and Procedures Branch
ATC Operations and Procedures Division
Air Traffic Service
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7110.65-1283/1284

JUL 23 10030 -

SUBJECT: Stage 1I1 Service, Helicopter Separation

I. PACKGROUND. The intent of the existing parsgraph can be misinter-
preted that there is no requirament to provide appropriate Stage 11I
Service to helicopters. This proposal improves language and provides
sdditional flexibility for helicopterp

I1.. PROPOSAL.

1283, HRelicopter Separation

4. Separate VFR helicopters from other VFR helicopters according to 1282
unless traffic information has been exchanged and one or more of the
helicopters, as appropriate, has visual contact with the other(s).

b. Helicopters msy be assigned an sltitude as low as 500 feet below the
MVA, or lower only with pilot concurrence, consistent with FAR 91.794.

1284,---TFR altitude criteris, except as in 1283 b.
We would appreciate your candid comments on this proposal. 1If you have

any questions or wish to discuss this matter, please contact Glenn A.
Leister, AAT-320,.10, telephone 202/426-B8511.

« LANE SPECK
Chief, Terminal Opergfions and Procedures Branch
ATC Operations and Frocedures Division
Air Traffic Service
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